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APPLICATION 


OF THE RESULIS OF RE- 
SEARCH TO THE STRUCTURAL DESIGN 


OF CONCRETE PAVEMENTS’ 


Reported by E. F. KELLEY, Chief, Division 


Shape of cross section of slab——Two types of cross 
section of the pavement ih are in general use: the 
cross section of uniform thickness, and the cross 
section in which the edges of the slab are thicker than 
the central portion. An appreciable number of State 
highway departments use slabs of uniform thickness 
but the majority use the thickened-edge design. 

Since the thickened-edge pavement design is used 
so extensively at the present time, the history of its 
development is of mnterest. 

So far as is known, the thickened-edge section in 
essentially its present form was first utilized by the 
California Highway Commission, as an alternate to a 
section of uniform thickness, In the construction of 
concrete bases. In this design the edge depth of the 
slab was 2 inches greater than the interior depth, the 

slab thickness being reduced from the edge depth to 
the interior depth at a umform rate in the outer IS 
inches of pavelnent width. This alternate design is 
shown in. the May 1, 1913, issue of the California 
Highway Bulletin and it is shown Ae Ses be in the 
first and second biennial reports of the Califorma High- 
wav Commission (Dee. 31, 1918, and Dee. 31, 1920). 
In the biennial report for 1921-22 (Nov. 1, 1922) the 
thickened-edge cross section appears as a standard 
rather than an alternate design. 

According to T. E. Stanton * the alternate thickened- 
edge section was officially adopted in November 1912, 
for base construction and was used for this purpose 
from time to time until 1921 after which it was made 
standard for all concrete pavement construction. 

In 1920 Maricopa County, Ariz., undertook a very 
extensive paving program and on November 12 of that 

ear construction was started on a contract involving 
141 miles of concrete pavement, all with thickened 
edges (35). The design provided for a uniform interior 
thickness of either 5 or 6 inches and an edge thickness 
} inches greater than the interior thickness. The edge 
thickness was reduced to the interior thickness at a 
iniform rate in a distance of 2 feet. Thus the section 

vas identical with that which is used today by a number 
of States and was similar to that now used by a majority 
of the States. The stated purpose of the design Was to 
strengthen the edge and at the same time permit 

unple construction of the subgrade” and to secure “a 

aving slab with a more uniform resisting strength” 

f a 

The Pittsburg Test Road at Pittsburg, Calif., was 
built during the summer of 1921. Traffic tests were 
begun that year and were finally discontinued in July 
¥22. The test road contained one thickened-edge 
section, similar to the 9-6-9-inch section used pre- 
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viously in Maricopa County, and in the final report 
37), issued January 1, 1923, this section was given the 
highest rating of any of the sections included in the 
Investigation. 

The sections of the Bates Road (2/) that were built 
in 1920 and 1921 did not inelude any thickened-edge 
design. However, sections of this design were built in 
the fall of 1922 and were subjected to traffie tests dur- 
ing 1923. The results corroborated the earlier findings 
of the Pittsburg tests that thickening the edges of a 
relatively thin pavement slab greatly increases its re- 
sistance to concentrations of heavy wheel loads. 

In general, two types of thickened-edge cross sections 
are used. In one, the upper and lower boundaries of 
the section are parabolic curves so arranged that the 
thickness gradually increases from a minimum at the 
center to a maximum at the edge, the edge thickness 
being from 2 to 3 inches greater than the center thick- 
ness. The second type, which is used by a majority of 
the State highway departments, is the same as that 
ised originally by the California Highway Commission. 
The central portion of the slab is of uniform thickness 
and the edge thickness exceeds this by 2 to 3 inches. 
The edge section is a trapezoid, the edge thickening 
taking place at a uniform rate over the outer 2 to 4 feet 
of slab width. In the Arlington tests (/7) it has been 
found that with this type of cross sec tion the greatest 
uniformity of load stresses throughout the section may 
be obtained. 

Another type of thickened-edge section that is used 
to a considerable extent is the lip-eurb design. In this 
design a low curb of approximately wedge shape is formed 
along the edge of the slab. The base of the curb is 
generally about 12 inches wide and the height is about 
3 inches. When such a curb is superimposed on a slab 
of uniform thickness the stress diagram for loads is very 
similar to that for slabs of the conventional thickened- 
edge type in which the edge thickening is on the under- 
side of the slab (/7). However, the lip-curb design is 
not used primarily to strengthen the slab edge but 
rather as a drainage measure to prevent erosion of the 
road shoulders by storm water. 


EFFECT OF LOAD STRESSES ON SLAB DESIGN DISCUSSED 


Use of stress analysis in de Sign. In introducing the 
discussion of the application of stress analysis to the 
design of pavement slabs it is well to emphasize that 
one of the basic assumptions of the Westergaard anal- 
vses, both for load stresses and temperature warping 
stresses, is that the thickness of the slab is uniform. 
The equations for edge stress and corner stress are not 
directly applicable to slabs of thickened-edge design. 

With respect to interior stresses the situation is some- 
what different. In the Arlington tests (17) it was found 
that in slabs of uniform thickness the critical stress 
under a load in the interior of the slab was practically 

107 
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the same from the center of the slab to a point about 
2% feet from the edge. A similar condition was found 
to exist, over an even greater portion of the slab width, 
in thickened-edge slabs in which the edge thickness was 
reduced to a uniform interior thickness in a_ short 
distance and at a uniform rate. Therefore, it appears 
appropriate to use the equation for interior load stress 
both for slabs of uniform thickness and for those with 
thickened edges since, in the latter case, the maximum 
interior stresses are not affected appreciably by the edge 
thickening. Although test data are not available, 
considerations of similar character lead to the con- 
clusion that it will be approximately correct to con- 
sider interior warping stresses in a slab of uniform thick- 
ness to be the same as in a thickened-edge slab in which 
the interior portion is of equal uniform thickness. 

In applying stress analysis to the design of slabs of 
uniform thickness, curves similar to those of figure 9 
may be used to determine the thickness required to 
resist load stresses. For example, assume that it is 
desired to determine the required thickness of a slab 
having a modulus of rupture of 700 pounds per square 
inch for load A, an 8 ,000-pound wheel equipped with 
high-pressure pneumatic tires. If the conservative 
working unit stress of 350 pounds per square inch is 
used, figure 9 shows that the required thicknesses for the 
interior, corner and edge are approximately 6.2 inches, 
9 inches, and 8.6 inches, respectively. These figures 
indicate that if the allowable unit stress is to be limited 
to 350 pounds per square inch the slab should have a 
uniform thickness of 9 inches. However, the load 
stresses will not be equal in the several portions of the 
slab. The indicated stresses at the interior, corner, and 
edge of this 9-inch slab are approximately 190, 350, and 
330 pounds per square inch, respectively. On the other 
hand, if a less conservative unit stress is used, say 400 
pounds per square inch, then the required thickness of 
slab, as determined by the corner stress, is approxi- 
mately 8.3 inches. In this case the computed load 
stresses at the interior, corner, and edge of the slab are 
approximately 220, 400, and 370 pounds per square 
inch, respectively. 

In the Arlington tests (17) it has been found that the 
thickened-edge cross section gives the nearest approach 
to a design that is balanced for load stresses; that is, 
one in which the stresses in a cross section of the slab 
are approximately equal for all positions of the load. 
It has also been found that the section which most 
nearly accomplishes this is of uniform thickness in the 
interior and has an edge thickness about 1.67 times 
the interior thickness, the edge thickness being reduced 
to the interior thickness at a uniform rate over a dis- 
tance of 2 to 2}; feet. 

At present, the only means of applying stress analysis 
to the design of thickened-edge slabs is to determine 
the interior thickness in the same manner as for slabs 
of uniform depth and to determine the edge thickness 
by the empirical relation between edge and center 
thickness that has been indicated by the Arlington 
tests. 

On the basis of the same assumptions that have been 
made for the slabs of uniform thickness, the interior 
thickness required to resist load A in a thickened-edge 
slab is indicated to be approximately 6.2 inches if the 
allowable unit stress is 350 pounds per square inch 
and 5.7 inches if the allowable unit stress is 400 pounds 
per square inch. Since these dimensions are based on 
Westergaard’s original analysis rather than on the 
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modified analysis of interior stresses, it will be suffi- 
ciently accurate to use interior thicknesses of 6 inches 
and 5.5 inches, respectively. 

Multiplying these figures by 1.67 gives an edge 
thickness of 10 inches for the first design and 9.2 inches 
for the second. The data obtained in the Arlington 
tests indicate that the load stresses in the edge and 
interior of the 10-6-10-inch cross section will be ap- 
proximately balanced and equal to about 350 pounds 
per square inch and that the edge and interior load 
stresses in the 9.2-5.5-9.2-inch cross section will be 
approximately balanced and equal to about 400 pounds 
per square inch. 

Permissible unit stresses.—Betore discussing the de- 
sign of pavement slabs to resist the combined stresses 
due to load and temperature warping it is desirable to 
consider the factors that should influence the selection 
of permissible maximum unit stresses. Most of these 
factors have been mentioned in the previous discussion 

As has been stated, consideration of the available 
data concerning the fatigue limit of conerete has led 
to the rather general practice of assuming about 50 
percent of the iltimate flexural strength as a safe value 
of the unit stress to be used in designing pavements to 
resist wheel loads. In general the probable strength 
of paving concrete at ages greater than 28 days is not 
definitely known and therefore the design stress has 
usually been based on the 28-day strength. _Since con- 
crete of the character used in pavements may be ex- 
pected to have a flexural strength at 28 days of from 
600 to 700 pounds per square inch, +. customary 
design stress has been of the order of 300 to 350 pounds 
per square inch. 


FOR COMBINED STRESSES, ALLOWABLE STRESS MAY EXCEED 400 
POUNDS PER SQUARE INCH 


As applied to load stresses this pr: uctice is a con- 
servative one and the considerations that lead to this 
conclusion are: 

The possibility that the fatigue limit of concrete, 
for the loading conditions that obtain in pavements, Is 
greater than 50 percent of the ultimate strength. 

The possibility that the stresses in pavement 
slabs caused by impact forces are less than those 
caused by static loads of the same magnitude. 

3. The fact that concrete increases in strength with 
age and the probability that by the time the pavement 
has been subjected to enough repetitions of stress die 
to maximum wheel loads to require consideration 
the fatigue limit, the concrete will have attained « 
strength appreciably in excess of its strength at 2» 
days. 

The numerous investigations that have been mace 
indicate that the rate at which concrete increases 
strength after the age of 28 days is a variable ¢! 
depends on several factors. The averages of the resiil!s 
obtained in a number of these investigations vive 
values of the moduli of rupture at the age of 1 you 
that exceed the average moduli at the age of 28 days 
by amounts ranging from about 20 to 45 percent 
Since these are average figures it is apparent ‘iat 
under some conditions the 1- -year strength will ex: eed 
the 28-day strength by less than 20 percent. 

It must be recognized that, for a given concrete. ‘he 
l-year strength cannot be predicted with any certainty 
from test results obtained at 28 days. Howe ver, 
when all the factors are considered, it does not seem 
unreasonable to believe that in general there ma\ be 
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expected a minimum increase in strength between the 
ages of 28 days and 1 year of the general order of 20 
percent. 

If the practice of limiting load stresses to about 50 
percent of the 28-day strength of the concrete is a 
conservative one, then the same practice would cer- 
tainly be unduly conservative if applied to the design 

' slabs proportioned to resist the combined stresses 
due to load and temperature warping. The additional! 
considerations that lead to this conclusion have been 
discussed previously and are: 

The fact that vehicles having maximum wheel 
loads constitute a small percentage of the traffic on 
most roads. The occurrence of maximum stress due 
to load is therefore relatively infrequent and the 
occurrence of maximum load stress in combination 
with maximum warping stress is much less frequent. 
This is particularly true in those localities where the 
movement of heavy trucks is principally at night when 
the warping stresses that are of consequence are gen- 
erally such that the combined stresses are less than 
= load stresses. 

. The fact that the unknown stresses due to moisture 
W arping appear to reduce, rather than to increase, the 
maximum stresses due to temperature warping. 

On the basis of present knowledge the five factors 
that have been mentioned cannot be definitely evalu- 
ated. However, when all of them are considered, 1 
does not appear unreasonable to conclude that, when 
the des ign is based on combined stresses due to load 
and temperature, the safe allowable unit stress is in 
excess of 400 pounds per square inch and may be 
as high as 500 pounds per square inch. 

Design of cross section for combined load and tem- 
wrature-warping stresses consideration of slab 
lesign on the basis of combined load and warping 
stresses leads to the conclusion that there must be 
either an increase in permissible unit stresses even 
bevond the limits that have been suggested or an 
acknowledgment that current practice with respect to 
jolnt spacing in nonreinforced concrete slabs is incorrect. 

In the previous discussion it has been shown that, 
for the assumed conditions, a slab of 9-inch uniform 
thickness is required if the unit load stress is limited 

350 pounds per square inch and that the thickness 
shot ild be about 8.3 inches if the unit load stress is 

uited to 400 pounds per square inch. The combined 
interior and edge stresses (from figures 15 and 16) 

these same slabs are shown in table 14. It will be 
served that the edge stresses are always greater 
‘an the interior stresses; that in a 30-foot slab the 
ige stresses are equal to or greater than 600 pounds 
square inch; that in a 15-foot slab they exceed 

) pounds per square inch except when the slab 
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\BLE 14.- Combined edge and interior stresses in slabs 10 feet 
wide and of uniform thickness ! 








Length Lt 
lab a opie oe 
Position 30 feet 15 feet 10 feet 

k=100 | k=300 k=100 k=300 k=100 &£=300 
Lb. per | Lb. per | Lb. per Lb. per Lb. per Lb. per 

&q tm. éq m sq tn sq im ég im sg in 
9 {Interior _........ 570 550 380 480 250 320 
\Edge.._. 650 600 460 530 330 370 
B.3 nace, [Peet ...... 570 550 420 500 290 350 
\Edge.. od 660 600 510 £60 380 410 

' From figs. 15 and 16. 
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Figure 18.—Maximum StrrREss DiaGRAMS FOR COMBINED 
LoaD AND WaRPING STRESSES FOR Two TypicaL Cross 
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THE ARLINGTON Tests. DovuBLeE HatcHep AREA SHows 
THE SMALL REDUCTION APPLIED TO THE OBSERVED LoapD 
StREss VALUES TO CORRECT FOR THE EFFECT OF WARPING. 





thickness is 9 inches and k=100; and that it is not 
until the slab length is reduced to 10 feet that the 
edge stresses are reduced to values equal to or less than 
about 400 pounds per square inch. 

Since, as has been stated, only the interior stresses 
can be computed in a thickened-edge slab, it is neces- 
sary to depend on the data from the Arlington tests 
for information concerning balanced design of cross 
section for slabs with thickened edges. Figure 18 
shows such data for a 6-inch uniform section and a 
9-6-9-inch section, the load stresses in both being the 
stresses observed under a load of 8,000 pounds and the 
slab length being 20 feet 
ASSUMPTIONS NECESSARY IN APPLYING WESTERG AARD ANALYSIS 

TO THICKENED-EDGE SLABS 

In the 6-inch uniform-thickness slab the observed 
load stresses of figure 18 are somewhat less than the 
computed stresses shown in figures 15 and 16. This is 
to be expected since the loads are not the same. How- 
ever, the observed warping stresses of figure 18 are 
greater than the computed warping stresses of figures 
15 and 16 even for a slab length of 30 feet. The net 
result is that the observed combined stresses in the 
6-inch slab, 20 feet long, of figure 18 are of about the 
same order of magnitude as the average values, for k= 
100 and k=300, of the computed combined stresses in 
the 6-inch slab, 30 feet long, of figures 15 and 16. This 
is merely a demonstration of the fact that observed 
stresses are of the same order of magnitude as the 
maximum stresses obtained by theoretical analysis. 

The real importance of figure 18 lies in the fact that, 
from the standpoint both of maximum stress and of 
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uniformity of stress, there is no significant difference 
between the thickened-edge section and the section of 
uniform thickness. The maximum combined stresses 
are approximately the same for both slabs and the stress 
diagrams are of approximately the same shape. There- 
fore, it may be concluded that for long slabs (20 feet or 
more) there is no particular advantage, from the stand- 
point of combined stresses at the edge and interior, of 
thickening the slab edges. This conclusion does not 
apply to the slab corners where the load stresses are 
greatly reduced by edge thickening and where the 
combined stresses do not exceed the load stresses by 
any great amount. With respect to short slabs (length 
about 10 feet) a further analysis is necessary before a 
conclusion can be reached. 

As has already been pointed out. the Westergaard 
analyses for load and warping stresses do not apply to 
slabs with thickened edges. Therefore there is no 
exact analytical method available on which to base a 
comparison of maximum combined stresses in short 
slabs of uniform thickness with those in slabs with 
thickened edges. However, by making certain assump- 
tions, which the data from the Arlington tests appear 
to justify, it is possible to make an approximate com- 
putation of stresses in thickened-edge slabs for com- 
parison with stresses, computed by the Westergaard 
analyses, in slabs of uniform thickness. These assump- 
tions are as follows: 

That the Westergaard analvses for load and warp- 
ing stresses are applicable to the interior of thickened- 
edge slabs in which the interior portion of the slab is of 
uniform thickness. 

That when the edge thickness of a thickened-edge 
slab is 1.67 times the interior thickness the maximum 
load stress at the edge is approximately the same as 
the maximum interior load stress. 

These two assumptions have been discussed pre- 
viously, 

3. That the edge-warping stress in a thickened-edge 
slab is approximately the same as the edge-warping 
stress in a slab having a uniform thickness equal to the 
edge thickness of the thickened-edge slab. 

In the Arlington tests ((16), table 4) it was found 
that the average observed warping stresses in the edges 
of slabs 20 feet long and of uniform thickness were not 
much greater in a 9-inch slab than in a 6-inch slab. 
This result is not in accord with theory and cannot be 
fully explained. However, the average edge-warping 
stresses in a 9-6-9-inch section exceeded the average 
edge stresses in a slab of 6-inch uniform thickness by 
about 30 percent. 

By using the same assumptions that have been used 
previously in the computation of warping stresses, it 
may be shown that in a slab 20 feet long the edge- 
warping stresses in a 6-inch slab of uniform thickness 
are approximately 240 pounds per square inch both 
for k=100 and k==300 and that the edge stresses in a 
9-inch slab of uniform thickness are approximately 
290 pounds per square inch for k=100 and 360 pounds 
per square inch for k==300. The average value of 
325 pounds per square inch for the 9-inch slab exceeds 
the average value of 240 pounds per square inch for 
the 6-inch slab by about 35 percent. 

The average computed stress and the average ob- 
served stress in the 6-inch slab of uniform thickness are 
of about the same order of magnitude. The same is 
true of the computed stress in the 9-inch slab of uniform 
thickness as compared with the average observed stress 
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in the 9-6-9-inch section. Also the ratio of the com- 
puted edge stress in a 9-inch slab to that in a 6-inch 
slab is approximi itely the same as the ratio of the ob- 
served stress in the edge of the 9-6-9-inch section to 
that in the edge of the 6-inch section. Therefore, it 
appears that it is a reasonable approximation to assume 
that in a thickened- edge slab the edge Ww arping stress Is 
of the same order of magnitude as in a uniform-thick- 
ness slab having the same edge depth. 

Approximate interior and edge stresses, computed on 
the basis of these three assumptions, are shown in 
table 15 for three thickened-edge sections. Also shown 
in this table are the stresses in slabs of uniform thick- 
ness that are approximately comparable, with respect 
tO maximum with the thickened-edge designs. 
The three pairs of cross sections are designed for manxi- 


stress, 


mum combined stresses of approximately 500, 425, and 
350 pounds per square Inch. 
7 ABLI ld Cambri / ’ ned-« iqe lal ar 
of niform thickness 1” slabs lt f le and ‘) I q 
Interior 
] Lt l 
Wa “ ~ 
( ryt s ts {s 
Ave 
] Interior 
f it iM 1 
per Lh. per Lt I 
Load ay * 23 "20M { 
Warpi ‘ si 70 7 ( 
nhbined stre ” 14) 44 $50 iM 7{ fi" 
Average { 2 
3-7.8 “M ihu r t 
I T t Interior I 
100 Ok () A=] & MH) OO k ;0 A= 1 
Lb. per Lb.7 Lh. per Lt Lh. per Lt. per Lh. per 1 
8 gin sq. in q r sq. in q a. 
Load stres . 24 210 10 270 jug 170 280) 
Warping stress 7 7 11) “) H0 150 nO 
Combined stress Z 310 mt) ? Ae) 250 420 330 
Average if S55 285 
Assumptions with respect t id and other variables same as in figs. 15 and | 
THICKENED-EDGE SLAB HAS NO MARKED SUPERIORITY OVER 


UNIFORM-THICKNESS SLAB 

It will be observed that in all cases, for slabs of thus 
Jength, the maximum combined stress is less when / 
100 than when &=300. The difference is not great 11 
any case and, since the value of the subgrade modu!iis 
cannot be pre determined, it is considered reasonable to 
average the stresses for the two subgrade conditions. 
On the basis of these average stresses the 9—6—9-inch 
thickened-edge section is comparable with the section 
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of 7.1-inch uniform thickness; the 10—-6.8-10-inch see- 
tion may be compared with the 8-inch uniform section; 
and the 11.2—7.8—-11.2-inch section may be compared 
with the 9-inch uniform section. 

Since these pairs of slabs are comparable with respect 
to stress they may also be compared on the basis of 
probable cost. In making this comparison the depth of 
the thickened-edge slabs will be assumed to be in- 
creased at a uniform rate from the interior thickness to 
the edge thickness in the outer 2 feet of slab width. 
Then in a mile of 20-foot pavement the amount of 
concrete required by the slabs of uniform = thickness 
exceeds that required by the comparable thickened-edge 
slabs by approximately 260, 290 and 280 cubic vards, 
respectively, for the slabs having uniform thicknesses 
of 7.1, 8, and 9 inches. When consideration is given to 
the additional expense involved in the construction of 
thickened-edge slabs, such as shaping the subgrade, 
shaping joint fillers, the more expensive side forms that 
are required, and the expense of strengthening the 
edges of transverse joints, it appears that there is no 
great difference in cost between the thickened-edge 
slab and the slab of uniform thickness. 

In the above comparison of thiekened-edge and unt- 
form-thickness slabs no consideration has been given 
to stresses due to corner loading. There are two reasons 
for this, the first being the very practical one that there 
is no accurate method available for computing either 
the load stresses or the w aEping stresses In the corner 
of a thickened-edge slab. 

The second reason is that in slabs of uniform thick- 
ness the corner stresses will not exceed the edge stresses 
except at transverse joints not provided with load- 
transfer devices and at transverse cracks In nonrein- 
foreed pavements. For the uniform-thickness slabs 
shown in table 15 the average maximum combined 
corner stresses (average for /=100 and £=300) are 
530, 445, and 375 pounds per square inch, respectively, 
for the 7.1-, S-, and 9-ineh slabs. These corner stresses 
exceed the comparable edge stresses by a Maximum of 
40 pounds per square inch. As will be shown later, any 
of the common tvpes of load-transfer devices used in 
transverse joints may be expected to reduce corner 
stresses by much greater amounts than this and there- 
fore the neglect of corner stresses in slabs of uniform 
thickness will not result in any overstress at transverse 
eracks or joints in properly reinforced slabs in which 
the joints are provided with some means for load trans- 
fer. The overstresses that may occur at free transverse 
joints or at transverse cracks in nonreinforced pave- 
ments are so small as to be negligible. 

While no figures can be produced to support the argu- 
iment, it is believed that the same reasoning is applicable 
to thickened-edge slabs and that the designs of table 15 
ure truly comparable even though they cannot be com- 
pared on the basis of corner stresses. 

On the basis of the foregoing discussion it is concluded 
that, when pavement slabs are designed for wheel loads 
such as are commonly permitted by regulatory haws and 
When the combined stresses due to load and temperature 
\:rping are kept within safe limits, the thickened-edge 
cross section has no marked advantage over the cross 
section of uniform thickness. 

Edge strengthening at free transverse joints.—When a 
free transverse joint is introduced in a thickened-edge 
slab, or when a transverse crack develops in a thickened- 
edge slab that is not reinforced, a condition of relative 
Weakness is created at the edges of the joint or crack. 
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This is beeause the central portion of the joint or crack 
has the same thickness as the interior of the slab but is 
subjected to the higher stresses which are associated 
with edge leading 

In table 16 are shown the maximum combined stresses 
at the interior, the longitudinal edge and the edge of a 
free transverse joint in each of the three thickened- 
edge slabs that have already been shown in table 15. 
However, in table 16 the slabs are assumed to be 30 
feet long instead of 10 feet as in table 15. 

In table 15, for slabs 10 feet long, the maximum 
stresses were shown to be approximately 500 pounds 
per square inch for the 9-6—9-inch section, 425 pounds 
per square inch for the 10-6.8-10-inch section and 350 
pounds per square inch for the 11.2—7.8—11.2-inch sec- 
tion. It will be noted at onee, from table 16, that 
increasing the slab length from 10 to 30 feet has in- 
creased the stresses in the 9-6-9-inch section from a 
maximum of 500 pounds per square inch to 600 pounds 
per square ineh in the interior and 760 pounds per 
square inch in the longitudinal edge. It will also be noted 
that the stresses at the interior and edge of the two 
heavier slabs are almost as large as in the 9-6-9-inch 
section Thus, as has already been shown, the magni- 
tude of combined interior and edge stresses in slabs as 
long as 30 feet is not greatly affected by variations m 
the depth of the slab 


TABLE 16 Combined stresses n thicke ned-edge slabs hav ng a 


Ith of 10 and a length of 30 feet 3 


| Ed Edge of free trans 
oa verse joir 
" i! 300 100 hk () 
[ I I Lh. per Lh. per Lb. per 
sq. in 8q. tl 
I . 32 430) 370 530 440 
Wa 2 2 70 350 a 170 
( 2 SS Su 720 §20 61 
A gt 7t 61 
10 s-l]f Se¢ 
Interior Edge Edge of free trans- 
. eis verse joint 
| 14 | 1009 k=300 k=100 k=30 





Lh. per Lh. per Lh. per Lh. per Lh. per Lh. per 
‘ , sq. in sq. iF gq. in. sq. in 




















Load stress. .- "BOK "260 370 320 440 370 
Warping stress _ - 20 300 40) 400 80 160 
Combined s 544 580) 770 720 520 530 
Average 7 74 §25 
11.2-7.8-11.2-inch section 
ne sade Edge of free trans- 
Inter Edge verse joint 
k=100 k=300 k= 100 k=300 k=100 k=300 
Lb. per Lb. per Lb. per Lb. per Lh. per Lh. per 
sq sq. sq. in. sq. in. $q. in. sq. tn. 
Load stress....... 240 210 310 270 360 300 
Warping stress. _-- 330 330 440 450 60 140 
Combined stress. 571 540 750 720 420 440 
Average. ..... 555 735 430 





t Assumptions with respect to load and other variables same as in figs. 15, 16 and 17 
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EDGES OF TRANSVERSE JOINTS MUST BE STRENGTHENED 


Table 16 shows that in these 30-foot slabs the stress 
at the edge of a free transverse joint is approximately 
equal to or less than the stress in the interior of the 
slab. This condition might be considered as evidence 
that there is no necessity for strengthening the edges of 
transverse joints in thickened-edge pavements. How- 
ever, the figures presented indicate that combined edge 
stresses of the order of 750 pounds per square inch 
may be expected in slabs of this length and it may be 
anticipated that stresses of this magnitude will even- 
tually result in the formation of transverse cracks. 
When these cracks develop, the slab length will be re- 
duced and the combined stresses at the interior and edge 
will also be reduced but the reduction in slab length will 
have no effect on the combined stress at the edge of free 
transverse joints. The joint stresses are then likely to 
be much higher than the edge and interior stresses and 
should be reduced, by edge strengthening, to safe values 
and to values which are not excessive as compared with 
the stresses in other portions of the slab. 

If the initial design of the slab is to be balanced so 
that the stresses are approximately the same in all 
portions of the slab, then it is necessary to reduce the 
slab length to about 10 feet. In order to have a bal- 
anced design it will then be necessary to strengthen the 
joint edges sufficiently to reduce the joint stresses from 
615, 525 and 430 pounds per square inch, as shown in 
table 16, to 500, 425 and 350 pounds per square inch, 
respectively, the maximum values of the edge and 
interior stresses shown in table 15. 

Thus far the discussion has been confined to combined 
stresses due to load and temperature but the question 
of the edge strengthening at joints should also involve a 
consideration of load stresses only, since maximum load 
stresses occur much more frequently than do maximum 
combined stresses due to load and temperature. If the 
average load stresses at transverse joints of table 16 
(average for k=100 and k=300) are compared with the 
average interior load stresses in table 15 it is found that 
the load stresses at the edges of free transverse joints 
exceed the interior load stresses by 105 to 140 pounds 
per square inch. Thus edge strengthening at the trans- 
verse joints is required if the stresses due to load are 
pt ig be more severe at joints than at the interior of the 
slab. 

Still another reason for strengthening the edges of 
transverse joints is the fact, already pointed out, that 
wheel loads may be expected to develop higher impact 
reactions in the vicinity of transverse joints than in 
other portions of the slab. 

The discussion that has been presented indicates 
quite definitely that, when the interior of a thickened- 
edge slab is deine to resist either load stresses or 
combined stresses due to load and temperature, a con- 
dition of relative weakness will be created at the trans- 
verse joints if the edges of the joints are not 
strengthened. 

When pavement slabs of uniform thickness are ade- 
quately designed to resist edge stresses, no edge strength- 
ening at transverse joints or cracks is necessary. When 
the thickened-edge design is used the edges of joints 
may be strengthened by methods which will be de- 
scribed later. But, when a transverse crack develops 
in a thickened-edge pavement that is not reinforced 
there is developed a condition of weakness for which 
there is no remedy and which may eventually lead to 
complete failure. This possibility may be avoided by 





proper design and there are two methods of design 
available. The first, applicable to nonreinforced pave- 
ments, requires the use of a joint spacing of the general 
order of 10 feet. It is probable that the expense of 
edge strengthening for so many joints as would be re- 
quired by this design would lead to the abandonment 
of the thickened-edge section or the adoption of the 
second, or alternate, method. 

The second method is to use properly designed steel 
reinforcement. Reinforced slabs can safely be made 
of any length consistent with the economical use of 
reinforcement suitably designed to prevent the forma- 
tion of open cracks. If the design of the reinforcement 
is such that the stresses to which it is subjected cause 
either rupture or excessive elongation at the cracks 
which inevitably will develop, then the edge weakness 
at cracks will not have been remedied. However, if 
the reinforcement is adequate to hold the edges of the 
fractured slab in close contact, the crack will tend to 
act as a hinged joint thereby relieving the warping 
stresses at the edge and interior; and the interlocking 
of the irregular surfaces of fracture may be expected to 
furnish the required edge strengthening ue the 
crack. 

Longitudinal and lateral expansion and contraction.— 
The preceding discussion of stresses due to changes 
in temperature and moisture content has dealt entirely 
with warping stresses due to a temperature or moisture 
gradient between the top and bottom of the slab. It 
is now necessary to consider general increases or de- 
creases in temperature and moisture that are effective 
throughout the depth of the slab and which tend to 
cause corresponding changes in its horizontal dimen- 
sions. 

If the slab were perfectly free to move, changes in 
volume would take place without restraint and no 
stress would be created. However, the subgrade offers 
considerable resistance to the horizontal movement of 
the slab. If the slab is attempting to contract as the 
result of a drop in temperature or a lowering of the 
moisture content, the subgrade resistance creates ten- 
sile stress. If the slab is attempting to expand, the 
subgrade resistance creates compressive stress. The 
magnitude of the tensile stress 1s dependent on the 
length of slab that is free to contract and the magnitude 
of the compressive stress is dependent on the distance 
between free expansion joints. 

It has been amply demonstrated by experience that, 
in pavements not provided with transverse joints, both 
tensile and compressive failures develop. The tensile 
failures are evidenced by transverse cracking and the 
compressive failures by ‘‘blow-ups’’. 


COMPRESSIVE FAILURES DUE PRIMARILY TO COLUMN ACTION 

It is apparent from the discussion of temperatur 
warping that many of the transverse cracks that develo 
in long slabs are due to warping stress but theoretic: 
analysis indicates definitely that some of them are du 
to contraction of the slab as a whole. For examp!: 
assume a pavement slab of such length that the sub- 
grade resistance is sufficient to prevent any moveme!' 
of the slab in the vicinity of its mid-length. If t! 
concrete has a modulus of elasticity of 5,000,000 poun: - 
per square inch and a thermal coefficient of 0.000005 per 
degree Fahrenheit, a drop in temperature of only 20° ! 
will create a tensile stress of 500 pounds per squa:: 
inch, which exceeds by a considerable amount t 
probable tensile strength of the concrete. 
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Figure 19 


In the same slab a rise in temperature as great as 
100° F. would create a compressive stress of only 2,500 
pounds per square inch. A direct compressive stress 
of this magnitude should cause no distress in concrete 
of the quality commonly used in pavements. Also, 
such a large change in temperature generally can be 
expected to take place only over a relatively long period 
of time and therefore it may be expected that the 
indicated stress will be reduced somewhat by the plastic 
‘flow of the concrete. However, the slab undoubtedly 
acts to some extent as a long column and its ultimate 
strength as a column is considerably less than its com- 
pressive strength as measured by tests on short speci- 
mens. It is believed that compressive failures are due 
primarily to column action rather than to direct com- 
ression and observations of pavement failures support 
this conelusion. Also, to the compressive stress 
‘aused by a rise in temperature must be added the 
inknown stresses caused by the slow ‘‘growth”’ of the 
slab that takes place over long periods of time. This 
crowth, and the fact that changes in moisture content 
robably do not increase compressive stresses, will be 

scussed later. 

Neither the magnitude of the compressive stress that 

av be developed in a long slab nor the stress to which 

nav safely be subjected are known. It is probable 
at both are variables depending on conditions. How- 
er, it is definitely known from experience that com- 
essive failures may be expected in long slabs. The 

that these usually do not occur until the pave- 
iit is several vears old is an indication that the slow | 

“owth of the concrete with age is a contributing 
laetor, 

il the facts point definitely to the conclusion that, if 
‘res are to be avoided, joints must be provided in 
rete pavements to reduce to safe values the stresses 
to expansion and contraction. 
aeing and width of « rpansion joints.—Theoretic ally, 


the spacing of expansion joints should be dependent on 
the allow able compressiv e stress in the concrete and on 
the 


aximum compressive stress created by the expan- 
sion of the slab. However, in practice the maximum 
‘paciug of jomts is influenced primarily by the desira- 
bility of using a rather narrow joint opening. The 
Practice of the various States is not uniform but, in 


ANNUAL VARIATION IN PavemeNtT LENGTH CAUSED BY CHANGES IN MoisturRE CONTENT. 


| general, expansion joints are spaced at intervals not 


greater than 100 feet and, for this spacing, joint open- 
ings are usually either % inch or 1 inch wide. 

Open transverse cracks may be expected to develop in 
nonreinforced slabs of this length and usually it is not 
considered economical to provide sufficient longitudi- 
nal reinforcement to prevent the formation of such 
cracks. Therefore, it is customary to introduce con- 
traction joints at intervals between the expansion joints 
and it is convenient to make the spacing of expansion 
joints some multiple of the spacing of contraction joints. 

In general it may be assumed that concrete pave- 


| ments will be built during periods when the tempera- 


ture is not more than 60° F. below the maximum tem- 
perature to be expected. In concrete of the character 
that has been assumed, a rise in temperature of 60° F. 
will cause an increase of approximately *% inch in the 
length of a slab 100 feet long. In a slab of this length 
the expansion will be restrained to some extent by the 
subgrade resistance and cause some reduction, prob- 
ably negligible, in this computed movement of the slab 
ends. Also after the concrete has been placed there 
will be some reduction in slab length as a result of con- 
traction due to moisture loss. Thus it might be con- 
cluded that a *j-inch joint opening would be more than 
ample. 

However, there are two other factors that have an 
influence on the required joint opening. If inter- 
mediate contraction joints, or open cracks that may 
have developed, are not maintained in such a manner 
as to exclude all foreign material, the joints or cracks 
will gradually become filled with incompressible soil 
material. This action operates to increase the length 
of the slab and results in a reduction in the effective 


| width of the expansion joint. 





SUBGRADE RESISTANCE AFFECTS SPACING OF CONTRACTION 
JOINTS 


Also, in arriving at a decision as to the required width 
of joint opening, consider ration should be given to the 
gradual increase in length, or “growth,” of the slab that 
takes place over long periods of time. Figure 19 pre- 
sents data obtained in the Arlington tests showing the 
annual variations in pavement length caused by changes 
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other than temperature. The data cover the period 
from September 1930 to February 1938. The graph 
indicates that there is an annual cyclic variation in 
length caused by variations in moisture content and 
that the pavement slabs were longest (for a given tem- 
perature) during the winter and shortest during the 
summer. This would indicate that, in climates similar 
to that of Washington, D. C., the compressive stresses 
developed by high summer temperatures may be 
relieved somewhat by contraction due to loss of mois- 
ture and that the same action may result in some slight 
reduction in the width of joint opening theoretically 
required to provide for increase in slab length due to 
increase in temperature. 

However, figure 19 also shows that, since the summer 
of 1932, there has been a definite, progressive vearly 
increase in the length of the pavement. In the summer 
of 1937 the length of the pavement exceeded its length 
during the summer of 1931 by approximately 0.0002 
inch per inch. It is not known how long this growth 
will continue or at what rate. Neither is it known if 
the same degree of growth would take place in other 
concrete under other climatic conditions. However, it 
is known that all concrete has a tendency to increase 
permanently in volume in the presence of moisture. 

The permanent increase in slab length that has taken 
place in the Arlington tests in a period of 6 vears amounts 
to approximately \ inch per 100 feet. The sum of this 
increased length and the computed expansion due to a 
temperature rise of 60° F. equals approximately ° inch. 
This indicates rather definitely that a provision for 
expansion of % inch per 100 feet is not excessive. It 
may even prove to be inadequate, particularly in view 
of the fact that a certain portion of the joint width is 
frequently occupied by incompressible joint filler. 

Subgrade resistance.—The required spacing of trans- 
verse contraction joints in conerete pavements is de- 
pendent on the allowable tensile stress in the pavement 
and on the subgrade resistance which prevents its free 
contraction. 

Included in the investigations by the Bureau of Pub- 
lic Roads have been three studies undertaken to deter- 
mine the probable magnitude of the resistance offered 
bv the subgrade to the horizontal movement of a con- 
crete slab (16, 38, 39). In all these investigations slabs 
of concrete, cast on prepared subgrades of various char- 
acteristics, were displaced horizontally over small dis- 
tances and the relation between the horizontal force 
required to produce movement and the weight of the 
slab was determined. This relation is known as. the co- 
efficient of subgrade resistance. Of necessity the slabs 
used in all of these tests were of relatively small size as 
compared with pavement slabs. These studies have 
revealed the following facts: 

The coefficient of subgrade resistance is not a con- 
stant but increases with increasing displacement of the 
slab until a maximum value is reached. This maximum 
corresponds to the force required to produce free sliding. 

2. The resistance to movement on a very wet sub- 
grade, which is not frozen, is less than on a dry or damp 
subgrade. 

3. The resistance is much greater on a frozen sub- 
grade than on one which is not frozen. This fact is 
probably not of great importance, at least in climates 
similar to that of Washington, D.C. The temperature 
observations made in connection with the Arlington 
tests showed relatively small changes in average con- 
crete temperature during periods of cold weather. This 
suggests that the movements due to contraction during 





| composed of two elements: 





cold periods may be so small that the stresses in the 
pavement will not be increased to an important degree 
by a frozen subgrade. 

For each of the first few successive applications of 
a given horizontal force, in repeated tests on the same 
slab, there is a reduction in the coefficient of resistance 
until an approximately constant value is reached. This 
indicates that the subgrade resistance may be greater 
for the first movement of a newly constructed pavement 
than it js at later ages when the concrete has expanded 
and contracted a number of times. 

5. When a slab is subjected to a horizontal thrust- 
ing force a part of the resistance de ‘veloped is due to the 
elastic or semielastic action of the soil. If the thrust- 
ing force is removed, even after a considerable period 
of time, there is a partial return of the slab to its original 
— 

The thrusting force is not diree tly p roportion: al to 
the weight of the slab and it appears that this is due to 
the resistance to deformation of the subgrade. It has 
been concluded (16) that the subgr: ule resistance is 
A resistance caused by the 
deformation of the soil; and a resistance that approxt- 
mates that of simple sliding friction. While data are 
available only for the one soil involved in the Arlington 
tests, it seems probable that the relative magnitude 
of the two components of the subgrade resistance will 
vary with different subgrade soils 


LIMITED DATA AVAILABLE ON RELATION BETWEEN 
FORCE AND SLAB DISPLACEMENT 


THRUSTING 


In tables 17 and 18 are given values of the coefficient 
of subgrade resistane e obtained in the first investiga- 
tion by the Bureau of Publie Roads (38) and in the 
Arlington tests (16), respectively. Both tables show 
the increase in the coefficient of resistance with an 
increase in the displacement of the slab. In addition, 
table 18 shows that, because of the resistance of the 
subgrade to deformation, the coefficient is not directly 
proportional to the weight of the slab but increases 
as the thickness of slab decreases. 


TABLE 17. (or fic ents of s ibqrade esistance for concrete slabs 
of 6- neh th ckhness on various k nas of hases in damp but fi 
condition . 

Coett fr ince f | 
The ( 
Kir } 
0.0L inch 0.01 in { 

Level clay 1.3 e 

Uneven clay ry 1.2 2 

Loam... " 44 1.18 2 

Level sand : 69 1 24 l 

34-inch gravel - 5 52 Lu 

34-inch crushed stone. . 44 42 

3-inch crushed stone 184 1.78 





1 Data from table 1, p. 20, PUBLIC ROADS, July 1024 


TABLE 18.—Coe fficients of subgrade tance for concrete sli 
of different thicknesses on a silt loam soil (class A-4)! 


resis 


Coefficients of resistance for displacem en 





Slab thickness = = eit de 
inches 
0.0L inch | 0.02inech | 0.03 inch | 0.04 inch | 0.07 inch | 0.1 

x j 0.8 13 1.5 18! 2. | é 
9 1.3 1.6 20 24 - 
r 1.1 1.5 1.8 23 2.8 
2 1.3 1.7 | 2.1 | 2 3.3 

! Data from table 3, PUBLIC ROADS, November 1935. _ 2 ; a 

? Displacement of 0.10 inch corresponds to maximum horizontal resisting for 


could be developed 
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COEFFICIENT OF SUBGRADE RESISTANCE 
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FigGuRE 20 


Stresses due to contraction...-When a pavement slab 
contracts, the total forces developed by the resistance 
of a uniform subgrade will be equal and opposite in 
each half of the slab and theoretically no movement will 
tuke place at the center line. The total displacement 
due to contraction then increases at a nearly uniform 
rate from zero at the center line to a maximum at the 
end of the slab. Since the subgrade resistance varies 
with the displacement it is apparent that an accurate 
analysis of slab stress should take account of the sub- 

rade resistance corresponding to the total displacement 

f each increment of slab length. 

Utilizing the data obtained in the tests with the 
‘-inch slab of table 18, such a method of analysis is 
iustrated in the report of the Arlington tests (/6), the 
stresses being those due to an assumed change in tem- 
perature of 100° F. As will be shown later this tem- 
perature change is excessive when applied to the compu- 
tation of stresses in slabs provided with joints at 
reasonable intervals but the principles of the analysis 
are correct. 

2 An exact analysis of this character requires the use 
of test data showing the relation between thrusting 





- F * The original manuscript of this section on stresses due to contraction has been 

; completely rewritten as a result of suggestions made by Mr. R. D. Bradbury, to 

‘hom credit is due for the development of the method for computing the average 
Value of the coefficient of subgrade resistance. 
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HORIZONTAL DISPLACEMENT — 
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COMPARISON OF ACTUAL AND APPROXIMATE CURVES SHOWING RELATION BETWEEN COEFFICIENT OF SUBGRADE 
RESISTANCE AND HORIZONTAL DISPLACEMENT. 
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INCHES 
———— APPROXIMATE CURVES 


force and slab displacement and therefore is applicable 
only when such data are available. However, if it 
may be assumed that the general shape of the force- 
displacement curve will be similar under all conditions, 
then a simple approximate method of analysis may be 
developed for general use. The available data are 
limited and it is recognized that the relation between 
thrusting force and slab displacement may be different 
at different locations, depending largely on the charac- 
ter of the subgrade. However, the approximate method 
that will be presented gives results that appear to be 
reasonable and it is believed that its use will not invoive 
any serious errors. 

The solid curves of figure 20 show the force-displace- 
ment relation, as developed in the Arlington tests, for 
slabs of four thicknesses. The curves are the same as 
those of figure 20, PUBLIC ROADS, November 1935. 
The dotted lines represent an approximation of the 
actual foree-displacement relation. The curved por- 
tion of each dotted line is a parabola, with vertex at 
the origin, passing through the point having an ordi- 
nate equal to the maximum coefficient of subgrade re- 
sistance which, in these tests, was developed at a dis- 
placement of approximately 0.10 inch, and having an 
abscissa equal to a displacement of 0.06 inch. In com- 
parison with these test results the approximate force- 
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FIGURE 21.—APPROXIMATE VARIATION IN VALUE OF THE 
COEFFICIENT OF SUBGRADE RESISTANCE FROM THE CENTER 
TO THE END oF A PAVEMENT SLAB. 


displacement curves are conservative since, in general, 
they give values of the subgrade coefficient that are 
greater than the test values. 

At a given distance from the center of a pavement 
slab, a given drop in temperature will result in a cer- 
tain movement due to contraction and, theoretically, 
the subgrade resistance which is developed should be 
that corresponding to this movement. At the center 
of the slab the movement and the corresponding resist- 
ance are zero. As the distance from the center of the 
slab is gradually increased the contraction movement, 


ba due to a given drop in temperature, and the corre- 
| 4 sponding coefficient of subgrade resistance are also 
a gradually increased until, if the slab is long enough, a 
8 point is reached at which the subgrade coefficient 
; reaches a maximum and constant value. An average 
it value of this variable subgrade coefficient may be 

UR determined and, for the computation of the maximum 

3. contraction stress at the center of the slab, this average 

re value may be considered as applied over the entire 

is length of slab. 

of 

, MAXIMUM CONTRACTION STRESSES OCCUR DURING A PERIOD OF 

a CONTINUOUSLY FALLING TEMPERATURE 

q On the assumption that the force-displacement rela- 

4 tion is as shown by the dotted lines of figure 20, figure 


21 shows the variation in the value of the coefficient 
of subgrade resistance along the length of a pavement 
slab. In this figure, X equals the distance from the 
center of the slab to the point where the transition 
from the parabolic variation to a constant value 
occurs. Case I is that in which the distance X is 
less than half the slab length and Case II is that in 
which X is greater than half the slab length. 

The distance X, in feet, is determined by the equation 


D 
12Te 


tee ee - “ 
SS Sas 
>) pee? de® 


yan 


X= . --(21) 


in which 
D=assumed minimum displacement, in inches, 


at which the maximum value of the 
coefficient of subgrade resistance is 
developed ; 


T=the temperature drop, in degrees F.; 

e=thermal coefficient of contraction per degree. 

D has already been assumed as 0.06 inch and 
if, as in previous examples, e is assumed 
equal to 0.000005, then 


- 1,000 
X=~p 


The equations for the average value of the coefficient 
of subgrade resistance are as follows: 


(feet) _ _ (22) 
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Case I, X less than ~ 


s 9 Y 
y Y ae 9 
C,=( “(1 ) (23) 
Case II, X greater than | 
is / L = 
Oa 3 V2x 24) 


in which 
C,—average value of the coefficient of subgrade 
resistance; 

C,,—=maximum value of the coefficient of sub- 

grade resistance; 

L—free length of slab, in feet, for computation 
of longitudinal forces and free width of 
slab, in feet, for computation of trans- 
verse forces. 


=< 


With respect to the type of resistance to slab move- 
ment that is offered by the subgrade, it appears that 
subgrades may be divided into two general classes: 
those which have some elastici ity, such as the subgrades 


| involved in the Arlington tests, and those which have 


no elasticity as, for example, sand. 

When a pavement slab on a partially elastic subgrade 
contracts as a result of a decrease in temperature, the 
tensile stress that is created may be considered as 
being developed in three successive increments. The 
first increment of stress is due to the resistance of the 
subgrade to elastic deformation, the second is due to 
the resistance to inelastic deformation, and the third 
is due to the resistance developed by sliding friction. 
If the slab displacement is small, only the resistance to 
elastic deformation may be developed, but large dis- 
placements will develop all three increments of stress. 
If the subgrade has no elasticity the stress developed is 
due only to the resistance to inelastic deformation and 
to frictional resistance. 

When the temperature has reached a minimum the 
slab ceases to shorten and, since the movement ceases, 
the stress due to inelastic deformation and frictional! 
resistance is immediately reduced to zero. In_ the 
case of the semielastic subgrade, that portion of the 
stress caused by resistance to elastic deformation 
remains in the slab until it is relieved by expansion 
due to an increase in temperature. As the temperature 
gradually increases from the minimum, 
stress created by the resistance to elastic deformatio1 
is gradually reduced and is completely relieved whe 
the temperature reaches its initial level. 

If the temperature does not return to its initial upp: 
level, a residual tensile stress remains in the slab. = Th 
total stress in the slab, after another drop in temper» 
ture equal to that which occurred during the first cye! 
may therefore be somewhat greater than that whi 
was developed during the first cycle, Also, if the sl» 
length is such that large changes in temperature p! 
duce small displacements, the resistance of the su 
grade to elastic deformation may not be exceeded un 
there have occurred several cycles of temperatu 
change during which the level of the minimum tempe: 
ture has decreased. 

It is apparent from this discussion that the maxim) 1 
contraction stress in a pavement slab is not depend: \t 
on the annual change in temperature. Rather it ‘5 


dependent on the subgrade resistance that can be | 


the tensile 
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veloped during a single period of continuously falling 
temperature or, at most, during a relatively few cycles 
of temperature change in which the general level of 
the minimum temperatures is decreasing. Since many 
subgrade soils are not elastic and since the degree of 
elasticity that has been observed is rather small, it is 
believed that the changes in slab temperature that take 
place during successive cycles are of considerably less 
importance than the drop in slab temperature which 
may take place during any one day. 

MAXIMUM DAILY RANGE IN AVERAGE SLAB TEMPERATURE 

ASSUMED AS 40° F. 

The daily change in average slab temperature is 
dependent on the daily change in air temperature and 
the relation between the two 1s influenced by the season 
of the year and by the particular climatic conditions 
that happen to obtain when the comparison is made. 

In the Arlington tests it was found that, in general, 
the maximum daily change in the average temperature 
of the slab was considerably less during the cold months 
of the year than during the warm months. However, 
there were numerous occasions during the winter when 
the daily change in air temperature was as great as 
during the summer. Therefore, the lower daily change 
in slab temperature during the winter may be attrib- 
uted to a lesser absorption of solar heat, since during 
this period the rays of the sun strike the pavement at a 
relatively low angle of incidence. This is a matter of 
importance when the attempt is made, on the basis of 
daily changes in air temperature, to establish for design 
purposes the maximum daily change in slab tempera- 
ture. 

Unpublished data obtained in the Arlington tests 
during the period from April to September, inclusive. 
on a number of selected days when the change in average 
slab temperature was relatively high, show that the 
daily change in the average temperature of a 6-inch 
slab was generally less than the daily change in air 
temperature. However, in a number of cases the 
difference was so small as to be negligible and in a few 
cases the change in slab temperature exceeded the 
change in air temperature by as much as 5° F. The 
maximum observed daily change in the average tem- 
perature of a 6-inch slab was 32° F. on a day when the 
change in air temperature was 47° F. Very little infor- 
ination is available concerning the relation between 
slab temperature and air temperature in slabs having : 
‘hickness greater than 6 inches. Apparently the daily 

hange in the average temperature of thick slabs is 
always less than in thin ones and the few data that are 
‘vailable from the Arlington tests indicate that the 
aily range in average temperature in a 9-inch slab is 
hout 80 percent of that in a 6-inch slab. 
In table 19 are given the maximum ranges in air tem- 
rature that occurred during the years 1936 to 1938, 
lusive, at selected cities in the United States. Ex- 
ding a few extremely high values that were observed 
ring the winter months, it will be seen that a maxi- 
i mn daily range in air temperature of the order of 45° F. 
‘of rather general occurrence except along the Pacific 
(cast, in some of the southern States, and in certain 


areas in the northeastern States. In the light of these 
data and the preceding discussion it is concluded that it 
Will be conservative to assume, for general use in the 
United States, a maximum daily range in average slab 
temperature of 40° F. and that the climatic conditions 


in certemn areas justify the use of a somewhat lower 
Value; 
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TABLE 19.—Greatest daily range in air temperature for selected 
cities, 1936 to 1938, inclusive ! 


Greatest daily temperature range for year 














City 
193¢ 1937 1938 Aver- 
| age 
| I Month at 2 Month °F. Month oF. 
Seattle, Wash 31 | Aug .... 34 | Sept -.-| 33 | Feb- 33 
Portland, Oreg 37 | «Apr .| 36 | May.-.....| 36 | Sept 36 
| San Francisco, Calif 32 | Sept.-Oct.| 34 | Sept-- 35 | Sept 34 
| Los Angeles, Calif 39 | Oct... a2 | Oct......<.| St | Ane. . 34 
| Reno, Nev-__--- 44 | July-Aug__| 45 | July._..._} 42 | Sept.—Oct 44 
Phoenix, Ariz 42 | June-Oct- | 43 | May-.--..-| 43 Apr 43 
Nov. | | 
Salt Lake City, Utah-. 46 | May......| 44 | Aug.-Sept | 41 | July 44 
Helena, Mont 58 | Dec__.....| 45 | Feb.......} 48 | Dec 50 
Bismarck, N. Dak 46 | Oct.......| 52 | Jam__.....| 45 | Aug 48 
Denver, Colo-. 60 | Feb se ae 48 | Jan ; 50 
Albuquerque, N. Mex 47 | Apr ..| 45| Apr -| 49 | Mar 47 
Omaha, Nebr 16 | Apr cc. Si. 46 | Feb.-Oct 45 
St. Louis, Mo _.| 48 | Jan . 44 | Jan___.._.| 45 | Jan 46 
Chicago, Il 17 | Apr 39 | Apr_- ..| 39 | Apr 42 
Indianapolis, Ind 49 | Jan ._| 39 | Feb .| 35 | Mar 41 
Washington, D. ¢ 44 | Mar 46 | Apr..... 37 | May 42 
Rochester, N. ¥ 37 | May-June! 35 | Jan 36 | Feb 36 
Portland, Maine 12 | May. .| 36 | May. .| 40 | Apr 39 
Little Rock, Ark 10 | Apr .| 38 | Jan_- ..| 37 | Jan 38 
Atlanta, Ga 44 | Apr 42 | Sept 37 | Mar 41 
Houston, Tex 41 | Nov.  } d6R. <<. .| 33 | Jan 38 
Mobile, Ala 31 | Feb-July 32 | Mar......| 34 | Nov 32 
Oct.- Dec. | 
Miami, Fla 25 | Mar.-Nov | 27 | Dec .| 27 | Oct 26 


1 Data obtained from the U. 8S. Weather Bureau. 


Having established a basis for computing the value of 
the average coefficient of subgrade resistance, an anal- 


| ysis may be made to determine the maximum contraction 


stress in a pavement slab. 
For a slab without reinforcement the maximum con- 
traction stress is given by the equation 
WIC, ™ 
oe on ~<a) 
in which 
o,—tensile stress in concrete in pounds per 
square inch; 
W=weight of slab in pounds per square foot; 
L=length of slab in feet; 
h=depth of slab in inches; 
C’,=average value of the coefficient of subgrade 
resistance as determined by equation 2 
or equation 24, 

For an assumed drop in average slab temperature of 
40° F., the distance X as determined by equation 22 is 
25 feet. Fora value of L=100 feet the calculated value 
of C, (equation 23) is 0.83 C,. In table 18 the maxi- 
mum observed value of the coefficient of subgrade 
resistance, C,,, for the 6-inch slab is shown to be 2.5. 
Then for a 6-inch slab having a length of 100 feet and 
a weight of 75 pounds per square foot, 
iy A ov \/ >9 o> F 
= a oe 8 2 168 pounds per square inch, 


CONSTRUCTION PRACTICES TO REDUCE SUBGRADE RESISTANCE 
NOT EFFECTIVE IN REDUCING TRANSVERSE CRACKING 


One of the more recent investigations of the tensile 
strength of concrete (40) indicates that concrete of the 
quality used in pavements, if thoroughly cured for a 
period of 28 days, may be expected to have a tensile 
strength at that age of the order of 200 to 250 pounds 
per square inch. When the computed contraction 
stress of 108 pounds per square inch in a slab 100 feet 
long is compared with a probable 28-day tensile strength 
| of at least 200 pounds per square inch, it seems very 
| probable that, in pavements provided with transverse 
| joints at reasonable intervals, any transverse cracking, 
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except that which may occur at very early ages, must 
be attributed primarily to the effect of warping stresses. 

If this is true, it follows that the difference in degree 
of cracking that is observed in pavements constructed 
with different aggregates is due not so much to differ- 
ences in the strength of the concrete as to differences in 
modulus of elasticity, thermal coefficient of expansion 
and, possibly, to differences in thermal conductivity 
that may affect the magnitude of the temperature 
differentials. 

Some evidence of this is found in the records of the 
old Ohio Post Road which was constructed in 1914 and 
1915 (41). In a part of the project the concrete 
aggregate was gravel and in the remainder it was 
crushed stone. Samples of concrete were taken from 
the pavement in 1932 and the compressive and flexural 
strengths determined. Both the gravel concrete and 
the crushed-stone concrete had compressive strengths 
of approximately 6,600 pounds per square inch. The 
modulus of rupture of the specimens of gravel concrete 
was 1,150 pounds per square inch and that of the 
specimens of crushed-stone concrete was 1,030 pounds 
per square inch. Yet, in a given length of pavement, 
the transverse cracks in the gravel concrete were much 
more numerous than in the crushed-stone concrete. 
Tests made in recent months indicate that the gravel 
concrete has a higher modulus of elasticity and higher 
thermal coefficient of expansion than the stone con- 
crete. On the assumption that the temperature differ- 
ential is the same in both kinds of concrete, the differ- 
ences in the values of modulus of elasticity and thermal 
coefficient are sufficient to account for warping stresses 
25 percent higher in the gravel concrete than in the 
stone concrete. 

In the light of the foregoing discussion it also seems 
very probable that any special construction practices 
designed to reduce the subgrade resistance, and thereby 
reduce or eliminate transverse cracking, will not be 
particularly effective for the purpose. The limited exper- 
imental data that are available support this conclusion. 

Some years ago it was observed in western Iowa that 
extensive hair cracking developed during the curing 
period in concrete pavements constructed on the loess 
soils that are prevalent in that area and in other por- 
tions of the valleys of the Missouri and Mississippi 
Rivers (42). These loess soils, unless saturated, are 
highly water absorbent. The hair cracking, which is 
caused by contraction, was attributed to the rapid 
drying of the concrete owing to excessive water absorp- 
tion by the subgrade soil. It was found that a layer 
of tar paper, placed on the subgrade before the placing 
of the concrete, was quite effective in preventing this 
excessive loss of water and in eliminating the formation 
of hair cracks. 

Since the development of the tar-paper subgrade 
treatment in Iowa it has been used extensively in other 
States. In some cases it has been used rather generally 
on all soils without regard to their capacity to absorb 
water from the concrete and apparently this practice 
has been influenced somewhat by the belief that the 
treatment would lower the subgrade resistance suffi- 
ciently to have a beneficial effect in the reduction of 
transverse cracking. 

The effect of the tar-paper treatment was studied to a 
very limited extent in one of the investigations by the 
Bureau of Public Roads (39). This investigation, 
made primarily to study methods of curing concrete, 
involved the construction of a number of long concrete 
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slabs. Included in these were two slabs, each 6 inches 
deep, 2 feet wide, and 200 feet long, that were cured in 
the same manner. The only difference between them 
was that one was placed on a dry soil and the other 
was placed on tar paper. The slabs were constructed 
during the summer of 1926. 

In connection with the same investigation a deter- 
mination was made of the effect of the tar-paper treat- 
ment on subgrade resistance. It was found that for 
small displacements of the test slabs the resistance was 
about the same for a slab on a dry subgrade as for one 
on tar paper. However, for displacements of the order 
of 0.05 inch it was found that the resistance developed 
by the dry subgade was about twice that which was 
developed with the tar-paper treatment. 

In spite of this difference in subgrade resistance the 
200-foot slab on the dry subgrade contained only 4 
transverse cracks at the age of 5 days while at the age 
of 2 days the 200-foot slab on tar paper contained 6 
transverse cracks. A survey made during the summer 
of 1938, when the slabs were about 12 years old, showed 
11 cracks in the slab built on the dry subgrade and 15 
cracks in the slab built on tar paper. 

Thus, while the tar-paper treatment of the subgrade 
is undoubtedly effective for the purpose for which it 
was originally used, both theory and experiment point 
to the conclusion that it has no merit as a means for 
preventing the transverse cracking of pavements. 

STEEL REINFORCEMENT BENEFICIAL IN CONCRETE PAVEMENT 
SLABS 

L’se of steel reinforcement.—It has been pointed out 
previously that, if detrimental cracking is to be pre- 
vented in thickened-edge pavements, the use of steel 
reinforcement is an alternate to the use of very short 
slabs with edge strengthening at all transverse joints. 
It has also been stated that in slabs of uniform thick- 
ness, adequately designed to resist edge stresses, no 
edge strengthening at transverse joints or cracks 1s 
required. While this is true, it should not lead to the 
conclusion that it will necessarily be safe to build long 
slabs of uniform thickness with the idea that the forma- 
tion of open transverse cracks will not be detrimental. 

In New Jersey (43) and elsewhere it has been ob- 
served that, even when the edge strength at transverse 
joints is adequate, trouble may develop at the joint 
from other causes unless the two slab ends are con- 
nected in such manner that the deflection of each will 
be approximately equal under the action of heavy wheel 
loads. In the absence of such a connection between 
the slab ends it has been found that, under certain 
conditions of soil and drainage, the end of the slab 
which is on the side of the joint opposite the approach- 
ing wheel load is gradually forced permanently below 
the level of the adjacent slab. This results in poor 
riding quality, increased impact reactions, and_ the 
eventual development of pavement feilure in the vicin- 
ity of the joint. While this experience does not appea! 
to be universal, it suggests that, at least under som: 
conditions, the use of steel reinforcement in long slab- 
of uniform thickness may be beneficial in preventin 
the faulting that might otherwise develop at transvers: 
cracks. 

Design of reinforcement.—¥or a reinforced slab the 
same assumptions that are used in the derivation of 
equation 25 leads to the equation 
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in which W and C, are the same as in equation 25, and 

L=distance in feet between free joints (spacing 
of free transverse joints for computing 
longitudinal steel, and spacing of free longi- 
tudinal joints for computing transverse 
steel) ; 

A,=effective cross-sectional area of steel in 
square inches per foot of slab width; 

f,=allowable unit tensile stress in the reinforce- 
ment, in pounds per square inch. 

If the steel reinforcement is to maintain in a tightly 
closed condition the warping cracks that will develop, 
it is necessary to limit its elongation at cracks to a 
very small amount. The total elongation of steel 
subjected to tensile stress is dependent on the length 
that is free to elongate. The reinforcement in a con- 
crete pavement initially is in bond with the concrete 
and, when a crack forms, the bond is destroyed over a 
certain length of steel. This length is then free to 
elongate under the stress induced by the subgrade re- 
sistance. However, the length over which the bond 
is destroyed is not known and, therefore, it is impossible 
to compute accurately the total elongation correspond- 
ing toa given stress. This, in turn, makes it impossible 
to determine with accuracy the maximum allowable 
stress in the steel that will insure the maintenance of 
tightly closed cracks. 

It is common practice to base the design of steel 
members on an allowable unit stress which is consider- 
ably less than the vield point of the steel. This is to 
minimize the possibility of elastic failure due to the 
occurrence of unforeseen stresses greater than those 
used in design. The practice is a logical one to follow 
but, in the case of slab reinforcement, the maximum 
permissible elongation should also be considered. 

Slab reinforcement should be designed to limit the 
maximum width of cracks that may develop to a small 
dimension. But the crack width 1s dependent on the 
elongation of a certain length of steel and this elonga- 
tion is in turn dependent, not on the strength of the 
steel, but on its modulus of elasticity and the unit 
stress to which it is subjected. Since all grades of rein- 
forcing steel have approximately the same modulus of 
elasticity, it follows that the elongation in a given length 
is independent of the grade and varies only with the unit 
stress. Therefore, in the determination of a safe allow- 
able unit stress, consideration should be given both to 
the yield point and to the maximum permissible elonga- 
tion. However, as has been stated, the elongation cor- 
responding to a given unit stress cannot be determined 
»ecause the length of reinforcement that is free to elon- 
rate is not known. In addition, nothing definite is 

nown concerning the maximum width of crack that 
an be permitted without the development of edge 
eakness. 

In view of these considerations the best that can be 

ne, until more information becomes available, is to 

lect maximum allowable unit stresses that appear to 
reasonably conservative when considered in relation 

‘the yield point of the steel. Having done this, it is 

en possible to compute elongations that may he 
deyeloped under certain assumed “conditions. 


SAMPLE CALCULATION OF AMOUNT OF REINFORCEMENT REQUIRED 
IN A PAVEMENT SLAB 
lhe standard specifications of the American Society 
for Testing Materials require minimum yield points in 
th various grades of reinforcing steel, as follows: 


168494—39——-3 
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Pounds per square inch 
Structural grade- 3 _ 33, 000 
Intermediate grade___- _ 40, 000 
Hard grade and rail steel - . 50, 000 
Cold-drawn steel wire- - ---- _. 56, 000 

There is precedent for aoe use of an allowable working 
unit stress in steel equal to 50 percent of its minimum 
allowable yield point and the adoption of this value is 
suggested, pending the development of the information 
that is required for a more logical determination. In 
table 20 are shown computed elongations for the differ- 
ent grades of reinforcing steel, on the basis of this sug- 
gested unit stress, for assumed lengths of free elongation 
of 12, 18, and 24 inches. 

The figures of table 20 indicate that if the steel is free 
to elongate over a length as great as 24 inches, the 
stresses permitted in the higher-strength steels are likel 
to result in the formation of open cracks having a width 
as great as 0.02 inch. On the other hand, the elongation 
in this length will not greatly exceed 0.01 inch for a unit 
stress of the order of 16,000 pounds per square inch. 
The data from the Arlington tests give some indication 
that an opening of 0.02 inch may result in some reduc- 
tion in edge strength at a crack in a reinforced slab but 
the evidence is by no means conclusive. 


TABLE 20.—Elongation of steel reinforcement ! 


Elongation in a length of— 











Unit stress | 
Grade of steel | 50 percent of | a 
yield point | 12inches | 18inches | 24 inches 
aCe a 
| Lb. per sq. in. | Inches | Inches Inches 
Structural -. 16, 500 } 0. 007 0.010 0.013 
Intermediate ‘ 20, 000 | . 008 .012 . 016 
Hard and rail steel 25, 000 . 010 O15 | . 020 
Cold-drawn wire 28, 000 | O11 .017 . 022 


! Modulus of elasticity of steel =30,000,000 pounds per square inch. 


Certainly a crack opening of 0.01 inch is less likely to 
create edge weakness than an opening of 0.02 inch, but 
the adoption of the lower limitation would require the 
use of a low unit stress for all grades of steel. This, in 
turn, would require the use of much greater amounts of 
steel than are commonly used and, since the necessity 
for it is not definitely indicated, the adoption of the low 
unit stresses would hardly be ‘justified at the present 
time. 

It will now be of interest to determine, from the pre- 
ceding equations, the amount of reinforcement required 
in a pavement slab. The following assumptions will 
be made. The pavement is 20 feet wide with a longi- 
tudinal joint with bonded tie bars; the transverse 
joints are 50 feet apart; the slab is 8 inches thick and 
weighs 100 pounds per square foot; the maximum drop 
in temperature is 40° F.; the value of C,, (table 18) is 
2.2; and the reinforcement will be welded wire fabric 
with an allowable unit stress of 28,000 pounds per 
square inch. 

X=25 feet, and for the stress in the longitudinal 
direction C,, as determined either by equation 23 or 
equation 24, equals 0.67 C,,. By the use of equation 26 
it is then found that the required cross-sectional area 
of longitudinal steel is 0.132 square inch per foot of 
slab width. For stress in the transverse direction 
L=20 and (C,, as determined by equation 24, equals 
0.42 C,. Then the required cross-sectional area of the 
transverse steel, as determined by equation 26, equals 
0.033 square inch per foot of slab width. These re- 
quirements may be.met by No. 3-gage longitudinal 
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wires on 4-inch centers (A,=0.140) and No. 5-gage 
transverse wires on 12-inch centers (A,=0.034), result- 
ing in a fabric weighing about 63 pounds per 100 square 
feet.© Similar calculations for a slab 30 feet long indi- 
cate that wire fabric weighing about 37 pounds per 100 
square feet is required. 

In the above examples the transverse steel has been 
designed on the assumption that L=20 feet which, in 
turn, involves the assumption that the reinforcement 
is continuous through the longitudinal joint. This is 
not a usual condition since in common practice tie 
bars constitute the only reinforcement extending 
through the longitudinal joint. 

When tie bars are used and the transverse reinforce- 
ment is interrupted at the longitudinal joint, the maxi- 
mum tensile stress in the transverse steel is developed 
at the end of the tie bars and not at the joint. There- 
fore the effective value of L is less than the width of 
pavement by an amount equal to the length of the tie 
bars. Since this is the case, the amount of transverse 
steel computed as in the foregoing examples is some- 
what excessive. 

Also, since longitudinal cracks in slabs 10 feet wide 
are the exception rather than the rule, it is believed 
to be entirely safe to reduce the transverse reinforce- 
ment to the minimum practicable amount. The min- 
imum might be established as No. 6-gage wires at 12-inch 
centers. The substitution of No. 6-gage wire for the 
No. 5-gage wire would reduce the weight of the fabric 
by a little less than 2 pounds per 100 square feet. 

The above calculations to determine the required 
amount of reinforcement are for purposes of illustra- 
tion only. The results should not be considered as 
necessarily applicable to all conditions. 

Since the total cost of transverse joints in a given 
length of pavement increases as the required amount 
of steel reinforcement decreases, it is evident that the 
economical design of reinforced pavements requires 
consideration of both factors. 


JOINTS NEEDED TO PREVENT CRACKING AND TO PROVIDE FOR 
EXPANSION AND CONTRACTION 


Longitudinal and transverse joints.—The need for 
longitudinal and transverse joints in concrete pave- 
ments is demonstrated both by theory and by exten- 
sive experience. Longitudinal joints which divide the 
slab into lanes 10 to 12 feet in width are required to 
_ prevent the unsightly and detrimental longitudinal 
cracks that otherwise may be expected to develop. 
Transverse expansion joints are required at reasonable 
intervals, consistent with a rather narrow joint open- 
ing, to prevent compressive failures or blow-ups. In 
nonreinforced pavements, intermediate transverse con- 
traction or warping joints are required at frequent inter- 
vals if cracks due to warping stresses are to be elimi- 
nated. In reinforced pavements the need for contrac- 
tion joints is dependent on the spacing of expansion 
joints. The expansion joints may be placed at the ends 
of each reinforced slab, in which case no other trans- 
verse joints are required, or the distance between ex- 
pansion joints may be made some multiple of the slab 
length in which case the intermediate joints are con- 
traction joints. 

Joints of numerous types and design are in use but 
no attempt will be made to describe all of them here, 
The discussion will be confined to the more common 

6 Gage numbers are those of the Standard Specifications for Cold-Drawn Steel 


Wire for Concrete Reinforcement of the American Society for Testing Materials, 
Designation A82-34. 








types of joints that were investigated in the Arlington 
tests. These are shown in figure 22. 

The devices used to connect adjoining slabs either at 
transverse or longitudinal joints are required for several 
purposes. In the case of longitudinal joints in the 
interior of thickened-edge slabs the joint edges require 
strengthening and the joint designs shown in figure 
22-—A, B, and C are frequently used for this purpose. 
The transverse tie bars are bonded to the concrete and 
are required to prevent the separation of the slabs and 
the consequent loss of joint efficiency. The butt joint 
of figure 22——-D and the thickened-edge joint of figure 
22—-E are suitable only for the so-called lane-at-a-time 
construction in which each width of slab is constructed 
separately. The butt joint may be used in the interior 
of thickened-edge slabs in which case the bonded tie 
bars are required to prevent loss of joint efficiency. 

The longitudinal butt joint of figure 22--D may also 
be used in slabs of uniform thickness. In this case, 
and also in the case of the longitudinal thickened-edge 
joint of figure 22—-E, the tie bars are not required for 
the purpose of edge strengthening but they are needed 
to prevent the separation of the slabs and the develop- 
ment of an unsightly appearance. The tarred felt 
shown in the butt and thickened-edge longitudinal 
joints is desirable to prevent any bond between the 
concrete in adjacent slabs and also to provide the play 
in the joint needed to relieve warping stresses. 

All of the transverse expansion and contraction joints 
of figure 22, with the exception of the thickened-edge 
joint (fig. 22-G), when used in thickened-edge slabs 
require the use of dowels or other devices for the purpose 
of edge strengthening. When these joints are used in 
pavements of uniform thickness, or when the thickened- 
edge joint is used, the dowels are not needed for edge 
strengthening but, as has already been indicated, they 
may be needed under certain conditions to prevent the 
development of faults at the joints. 

Provision for slab movement must be made in trans- 
verse joints and, in order that the dowels may be free 
to move, it is necessary to prevent the formation of a 
bond between the dowels and the concrete at least on 
one side of the joint. This is usually accomplished by 
painting or greasing the dowels, or both. Also, in 
expansion joints, caps or sleeves are required on one 
end of each dowel in order to provide space for the 
movement of the dowel into the slab when the joint 
closes. These dowel caps are not required in contraction 
joints. 


IDEAL LONGITUDINAL JOINT WOULD ACT AS A HINGE 
Design of tie bars. —The purpose of tie bars is to hold 
the edges of longitudinal joints in close contact and 
they may be designed in the same manner as stee! 
reinforcement. For example, in a two-lane pavement 
the tie bars may be designed by means of equation 26 
in which ZL is taken as the width of pavement. I! 
intermediate grade bars, with an allowable unit stress 
of 20,000 pounds per square inch, are used in the cente! 
joint of the 8-inch uniform thickness slab for which the 
steel reinforcement has already been designed, th 
required area of steel is found to be 0.046 square inci: 
per foot of joint. This requirement may be met b) 
¥%-inch round bars spaced 51 inches apart. 

It should be noted that tie bars designed in this mat 
ner are intended only to hold the edges of the joint 1 
close contact and they may not be adequate in 4 
cases to furnish the edge strengthening that is require: 
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in the longitudinal joints of thickened-edge slabs. As 
will be shown later, the Arlington tests indicate that 
longitudinal tongue-and-groove joints, provided with 

-inch round tie bars spaced 60 inches apart, are quite 
effective in furnishing the necessary edge strengthening 
but that in longitudinal joints of the butt and dummy 
tvpes it would be desirable to increase the size and 
number of the bars. 

The depth of embedment of the tie bars in each slab 
should be sufficient to develop their strength in bond. 
The depth of embedment required to accomplish this 
is dependent on the allowable unit tensile stress in the 
steel and the allowable unit bond stress, and may be 
expressed by the equation. 


ID ; (37) 
in which 


D=depth of embedment in inches; 

f,=allowable unit tensile stress in the steel, in 
pounds per square inch; 

u=allowable unit bond stress in pounds per 
square inch; 

d==diameter of a round bar, or side of a square 
bar, in inches. 





_ The 1937 Progress Report of the Joint Committee on 
Standard Specifications for Concrete and Reinforced 
Concrete recommends for plain bars a unit bond stress 
equal to 4 percent of the ultimate compressive strength 
of the concrete but not to exceed 160 pounds per square 









PUBLIC ROADS 


XPANSION JOINT 


G 


KigurRE 22.-Typres or JOINTS 


LONGITUDINAL JOINTS 
ALL TIE BARS IN BOND 


RECTANGULAR TONGUE 
AND GROOVE 
B 


= " $$$ $$ _$____—_ 
i Rec: Secaty, nae canbe ee GAR am erie” gor . 
J \ J : 


DUMMY JOINT OR 
PLANE OF WEAKNESS 
Cc 





TARRED FELT 


3 ay 2 ae 
( ) ‘ 
: 


THICKENED-EDGE JOINT 
E 


TRANSVERSE EXPANSION JOINTS 


EXPANSION CONTINUOUS DOWEL 


PLATE NOT IN BOND 








- . 
, 
DOWEL-PLATE EXPANSION JOINT 
H 





TRANSVERSE CONTRACTION JOINTS 


DOWELS NOT IN BOND 


( T —— 
\ ; | 
{ } me 


FOR CONCRETE PAVEMENTS. 


inch, and for deformed bars a unt bond stress equal to 
5 percent of the ulttmate compressive strength of the 
concrete but not to exceed 200 pounds per square inch. 

Kor intermediate grade steel with an allowable unit 
stress of 20,000 pounds per square inch the required 
depths of embedment for the maximum bond stresses of 
160 and 200 pounds per square inch are, respectively, 31% 
diameters for plain bars and 25 diameters for deformed 
bars. If deformed bars are used, the maximum bond 
stress of 200 pounds per square inch would require the 
total length of a ':-inch round tie bar to be 25 inches. A 
lower permissible unit bond stress or a higher permis- 
sible unit stress in the steel would require the use of 
longer bars. 

The above method for designing tie bars is predi- 
cated on the assumption that the joint is of a type that 
will act as a hinge and will be incapable of developing 
any appreciable resistance to warping. If the design 
is such as to permit resisting moments to develop dur- 
ing warping it is not possible to calculate the stresses in 
the tie bars and even if it were practicable to do so it 
would not be desirable, in a joint offering high restraint 
to warping, to introduce sufficient steel to take the 
warping stresses since this would invite failure in other 
portions of the slab. The ideal longitudinal joint that 
acts wholly as a hinge has not yet been developed but 
by proper attention to the details of design it is possible 
to effect some reduction in the warping stresses that 
are caused by restraint in the joint. 

In longitudinal joints that contain bonded tie bars 
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the use of a design that does not permit the develop- 
ment of large resisting moments is desirable not only 
to reduce transverse warping stresses in the pavement 
as a whole, but also to reduce compressive stresses in the 
concrete at the joint and to prevent the tie bars from 
being overstressed in tension. 

If restraint to warping is to be reduced it is necessary 
to prevent the abutting faces of the joint from being 
brought into close contact during warping, particu- 
larly at the top and bottom of the joint. In the butt 
joints of figure 22—D and E this may be accomplished 
by the introduction of a compressible laver of filler 
material between the slab edges. 

The use of filler material throughout the depth of the 
joint would not be practicable in the dummy joint of 
figure 22—-C. In this joint the resistance to downward 
warping is reduced by the groove in the top of the slab 
and it would appear that the most practical way to 
reduce the resistance to upward warping would be to 
form a similar groove in the bottom of the slab. 

In the tongue-and-groove joints of figure 22—~A and 
B the use of a compressible filler for the full depth of 
joint would be undesirable since it would reduce the 
ability of the joint to transfer load and to reduce edge 
stresses. However, strips of filler fastened to the verti- 
cal portions of the steel partition plates should be quite 
effective in reducing joint restraint without greatly 
reducing joint efficiency. 

Even under the most favorable conditions it does not 
appear probable that restraint to warping will be com- 
pletely eliminated in any of the types of longitudinal 
joints now in use and this should be taken into account 
in determining the length of tie bars. When warping 
takes place in a pavement it causes rotation of the joint 
faces, and when the rotation is sufficient to bring the 
faces into tight contact it develops compression in the 
concrete and causes the slab edges to separate at the 
plane of the steel. The tensile stress developed in the 
steel for a given separation of the joint faces is entirely 
dependent on the length of steel that is free to elongate. 


EFFICIENCY OF JOINTS DISCUSSED 


When a tie bar is in bond a very small rotational 
movement in the joint may create a very high initial 
stress in the steel. This may be expected to result in 
a necking down of the steel until it is ruptured or until 
the bond is destroyed over a suficient length to permit 
the bar to elongate the required amount without rup- 
ture. It has been observed in pavements that this 
destruction of the bond actually takes place for a dis- 
tance of several inches on each side of the joint. Asa 
result Friberg 7 has suggested that the midsection of tie 
bars, for a distance of several inches on each side of the 
joint, be coated with bitumen definitely to break the 
bond and also to furnish protection against corrosion. 

Even if no definite provision is made for breaking 
the bond in the midsection of the bar it appears very 
probable that the bond will be destroyed over some 
unknown length by high stresses produced by warping. 
Therefore it appears desirable to make some arbitrary 
increase in the theoretical length of tie bars as com- 
puted by equation 27. An additional depth of em- 
bedment of at least 6 inches on each side of the joint 
or an increase of not less than 1 foot in the total length 
of the bar, is suggested. 

Efficiency of joints——The efficiency of any joint 
device used for edge strengthening is dependent on the 


? Bengt F. Friberg, Research Engineer , Laclede Steel Co., St. Louis, Mo. 
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degree to which it reduces the edge stresses that woud 
otherwise be developed. In the past it has frequently 
been assumed that the relation between observed 
maximum deflections of adjacent slab ends under load 
could be taken as a measure of joint efficiency and that 
when these deflections were equal the joint was 100 
percent efficient. 

The Arlington tests (8) have shown that this as- 
sumption is incorrect. It was found, when a load was 
applied on one side of a joint, that the maximum deflec- 
tions of the two edges might be identical but that the 
maximum stress in the loaded edge might be more than 
twice as great as that in the unloaded edge. As a 
result, the efficiencies of the joints involved in the 
Arlington tests were determined by a more logical 
method of analysis. 

This analysis is based on the conception that if the 
joint fulfills its funetion perfectly, that is, with an 
efficiency of 100 percent, the stresses at the joint will 
not be greater than if the continuity of the slab were 
not broken. The efficiency of a given joint may then 
be expressed by the equation 


J 100( =) (28) 
= ¢ 


\ Ge i 
in which 
J =joint efficiency in percent; 
o, o), and o, are the critical stresses due to the 
application of a given load at the free edge, the 
joint edge, and the interior, respectively, of a 
slab of given uniform thickness. 

This equation indicates a joint efficiency of zero when 
the critical stress at the joint equals the critical edge 
stress and an efficiency of 100 percent when the joint 
stress equals the interior stress. 

Design of dowels.—The first theoretical analysis of 
the required spacing of dowel bars was that of Wester- 
gaard (44). This analysis enables one to compute the 
effect of dowel spacing on the critical stress in the edge of 
a joint, when the load is applied midway between two 
dowels, on the assumption that only the four dowels 
nearest the load are sufficiently active to require con- 
sideration and on the further assumption that the 
dowels are sufficiently stiff to cause the two joint edges 
to deflect exactly the same amount at all points. On 
the basis of his analysis Westergaard concluded that a 
dowel spacing of 3 feet is too great to result in any 
significant reduction in the critical edge stress and that, 
if the dowels are to be effective for the purpose, the 
spacing should not exceed about 2 feet. 

A more detailed study of dowel specs, on the basis 
of the Westergaard analysis, is included in the report 
of the Arlington tests (78). This study indicated that 
if rigid dowels are to effect the same stress reduction 
that would be effected by slab continuity, the spacing 
must be considerably less than 2 feet. 

In considering these indications it should be remem- 
bered that they are based on the assumption that tlie 
dowels are rigid. Therefore they cannot apply to ‘lie 
small round dowels commonly used except as tlic) 
may indicate general trends. Also it may be noted 
that, while increasing the stiffness of dowels will 
increase their efficiency, it will at the same time incresse 
restraint to longitudinal warping. Dowels that are 


too stiff may cause more distress In the pavement slab 
than would result from their complete omission. — 

The analysis and tests by Friberg (45, 46), which live 
become available only in recent months, make It 
possible for the first time to design dowelled joints «n 4 
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rational basis. The analysis shows that a maximum 


joint efficiency can be obtained with round steel dowels of 


reasonable size only by using much smaller spacings 
than those indicated by the Westergaard analysis. 
DOWEL LENGTH OF 2 FEET FOUND EXCESSIVE 


The analysis and tests by Friberg show that: 

1. The lowest joint efficiency occurs when the load is 
between two dowels. 

2. If the dowels are to have their greatest effective- 
ness in slabs of normal thickness the dowel spacing 
should not exceed about 12 inches. 

3. The efficiency of the dowel decreases as the width 
of the joint is increased and increases as the diameter 
of the dowel is increased. For example, Friberg has 
shown that for a dowel directly under a load the per- 
centage of load transfer of a l-inch dowel across a 
joint in a 7-inch slab is 29 percent for a }s-inch joint and 
25 percent for a l-inch joint; and that for a s-inch joint 
the load transfer of a *,-inch dowel is 22 percent as com- 
pared with 29 percent for a 1-inch dowel. 

On the assumption that the effectiveness of the dowel 
is such that it will result in a stress relief of 25 percent 
it is of interest to compute the efficiency of a dowelled 
joint in a 7-inch slab. For the 8,000-pound wheel on 
dual high-pressure tires that has been used in previous 
stress computations, the same assumed characteristics 
of the conerete and a value of k= 100, the interior load 
stress in a 7-inch slab is 290 pounds per square inch and 
the edge stress at a transverse joint (equation 15) is 
490 pounds per square inch. By means of equation 
28 it is found that the joint efficiency equals 

490—0.75X490\ 
100 ( 490 —290 ) or 61 percent. 

4. The length of effective embedment of the dowel in 
the concrete of each slab need not be greater than 5 
inches for %-inch dowels and not greater than 7 inches 
for 1-inch dowels. Thus it is indicated that the dowel 
length of 2 feet, that has been customary, is excessive. 
It is important to note that when these short lengths of 
embedment are used the length of dowel cap and the 
width of joint opening should be considered in deter- 
mining the required length of dowel. 

5. Initial failure at dowels occurs by spalling of the 
conerete at the face of the joint under loads that may 
be as much as 50 percent less than the ultimate load 
sustained by the joint. This initial failure greatly 
reduces, if it does not completely destroy, the effective- 
ness of the dowels for stress relief. 

Required efficiency of joints and load transfer devices. 
Theoretically, even with very stiff dowels, the maximum 
wnount of load transfer at a joint can never equal ex- 
actly 50 percent of the load applied on one side of the 
joint, on account of the eccentricity of the point of 
loxd application with respect to the joint. The un- 
avoidable, and also desirable, flexibility of the joint 
device further reduces the possibility of ever obtaining 
at joint a stress reduction of 50 percent. However, 
sucli a reduction is not necessarily required in order to 
obtain a joint efficiency of 100 percent nor is a joint 
efliciency of 100 percent always required in order to 
limit joint stresses to safe values. 

In the preceding example it has been shown that, for 
the conditions assumed, a stress reduction of 25 per- 
cent results in a joint efficiency of 61 percent. In this 
exaniple the interior and edge stresses are, respectively, 
290 and 490 pounds per square inch. If it be assumed 
that a safe unit stress is 350 pounds per square inch, 
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490 — 350° 
490—290 )’ 
or 70 percent. This joint efficiency would require a 
140 
490 

The preceding computations of joint efficiency have 
involved only stresses due to load. In the following 
examples the combined stresses due to load and tem- 
perature warping will be considered. It will be as- 
sumed that the slab is 10 feet wide and 10 feet long, 
that /=100, and that the load, the temperature differ- 
ential, and the properties of the concrete are the same 
as in preceding stress calculations. 


then the required joint efficiency equals 100( 


stress reduction of 100% » or about 29 percent. 


JOINT EFFICIENCY OF 100 PERCENT NOT REQUIRED FOR SAFE 
STRESSES 

In a thickened-edge slab having an interior thickness 
of 7 inches the load stresses at the interior and at the 
joint edge (equation 9) are, respectively, 290 and 420 
pounds per square inch. The interior and edge warp- 
ing stresses are, respectively, 90 and 70 pounds per 
square inch. The combined stresses are then 380 
pounds per square inch at the interior and 490 pounds 
per square inch at the edge. The joint efficiency will 
be computed on the assumption that the joint device 
used results in a stress reduction at the joint of 25 per- 
cent. No joint device can be expected to reduce the 
transverse warping stresses and therefore the stress 
reduction applies only to load stress. Reducing by 
25 percent the load stress of 420 pounds per square inch 
and adding to this the warping stress of 70 pounds per 
square inch gives a value of the combined stress, o,, 
equal to 385 pounds per square inch. The joint ef- 


= 490—385 " 
ficiency then equals 100 (Fon 38c) or about 95 
percent. 

It has been shown in table 15 that if the slab length 
is 10 feet the combined stresses at the edge and interior 
of a 10-6.8-10-inch thickened-edge slab are well bal- 
anced and are limited to approximately 425 pounds per 
square inch. With £=100 the combined interior stress 
in this slab is 390 pounds per square inch and the 
combined stress at the edge of a free transverse joint 
(table 16) is 520 pounds per square inch. If it 1s 
desired to limit the combined edge stress to 425 
pounds per square inch, the required joint efficiency is 

cal te 
100( a —) or 73 percent. The load stress at the 
520—390 


joint edge is 440 pounds per square inch and therefore 


the reduction in load stress equals 100 or about 22 


95 
440’ 
percent. On the other hand, if it were desired to have 
a joint of 100 percent efficiency it would be necessary 
to reduce the edge stress from 520 pounds per square 
inch to 390 pounds per square inch. In this case the 
required reduction in load stress, or transfer of load, 


130 
440)’ 

Thus it is seen that a load transfer, or stress reduction 
of 50 percent is not necessarily required in order to 
obtain a joint efficiency of 100 percent and that a joint 
efficiency of 100 percent is not necessarily required in 
order to limit to safe values the stresses in the joint edge. 

Tests of joint efficiency—In connection with the 
Arlington tests (78) a great many tests were made on 
the types of joints included in the investigation to de- 
termine their effectiveness in reducing edge stresses due 


equals 100 or about 30 percent. 
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to load. The results are summarized in tables 21 and 
22, the reported efficiencies having been computed by 
equation 28. 

With respect to the longitudinal joints it may be 
noted that the measured efficiencies of the two tongue- 
and-groove joints containing bonded tie bars were rela- 
tively high even though the tie bars were only one-half 
inch in diameter, and were spaced 5 feet apart. It may 
also be noted that the omission of tie bars from a 
tongue-and-groove joint reduced its efficiency by about 
one-third. 


TABLE 21.—Observed efficiency of longitudinal joints 
values for tests at a number of points) ! 


(average 


Type of joint Designation Spacing of | Diameter | Joint effi- 





in fig. 22 tie bars ? of bars ciency 

Inches Inches Percent 
Triangular tongue..-_-_._....__-- A 60 4 75 
Rectangular tongue ------ felsic B 60 be 78 
idiineendrebsdmendebines : None ree 50 
aE D 24 | 34| 52 
| eee D 36 | “4 42 
| to i D 48 | 34) 51 
DO... tte D | 60 | %4| 47 
Dummy __-_-- : Cc } 44) 44 
DP etindsGubGidtencthon caculcomee sauteed | POE Bacitinccenes | 39 


! Data from table 11, PUBLIC ROADS, October 1936. 
2 All tie bars in bond. 


TABLE 22.—Observed efficiency of transverse joints (average values 
for a number of tests) ! 
























Joint efficiency 
Des- 
igna-| Spac- |Joint | Aver- 
Type of joint tion | ing of  open- | | age Be 
in | dowels? ing | Win- | Sum- | (var- | Over t 9 
fig. 22 ter | mer ious | dowels | ‘We id 
| | sea- | dowels 
| sons) | 
Inches Inches Percent Percent Percent Percent) Percent 
Dowel... ._.... ----| F | 36  iiedes Eats leeaa 46 | 8 
Do Ae 27 31 6 
Do F 27 _ a RR aeaS! Se | 16 | 20 
Do-__- | F 18 Lo = 28 | 8 
Do-- | ¥F 18 DD eccrine sl escadadsbcecsss 40 28 
Dummy- I | ot 71 OP limwiasietsscusencdel iiedeves 
ar 2 | ll ae 4) 41 
Dewees pete *......| HX |..-...... REE! Ae 59 
REET OD  Mitdctet dation | ae ft 66 


! Data from table 10, PUBLIC ROADs, October 1936. 
2 All dowels 34-inch diameter—not in bond. 
3 Dowel plates 4 inches by 4 inch. 


The longitudinal butt joints, which were all in slabs 
of the same thickness, had much lower average effi- 
ciencies than the tongue-and-groove joints in spite of 
the fact that the tie bars were of larger size and in 
general were more closely spaced. In the butt joints 
there is no consistent relation between average joint 
efficiency and tie-bar spacing. This is contrary to 
what would be expected and may be at least partially 
— by the fact that the figures given are average 
values from tests in which the loads were applied at a 
great many different points. It was found in testing 
these butt joints that there was a rather consistent 
relation between joint efficiency and the distance from 
the center of the load to the center of the nearest tie 
bar. The average observed efficiencies for a load 
directly over a tie bar and at distances of 18 and 30 
inches from it were about 70, 45, and 35 percent, respec- 
tively (fig. 35, PUBLIC ROADS, Oct. 1936). This 
would indicate that tie-bar spacing has an influence on 
the efficiency of longitudinal butt joints in spite of the 
lack of evidence in the average values given in table 21. 
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TESTS INDICATE DOWEL SPACINGS FORMERLY USED ARE 
EXCESSIVE 

The average efficiency of the longitudinal dummy 
joint with tie bars was of about the same order of magni- 
tude as that of the butt joints and the omission of tie 
bars reduced the average efliciency by only 5 percent. 
Both results may seem somewhat surprising, the first 
because it is so low and the second because it is so high, 
but here again average values are being considered. 
In testing these longitudinal dummy joints it was found 
that for loads at certain positions the indicated efficiency 
was very high while at other positions it was practically 
zero. It was also noted frequently that the joint was 
efficient for a load on one side of it and inefficient when 
the load was placed directly opposite on the other side 
of the joint. It seems evident that the measured effi- 
ciency of a dummy joint is largely dependent on the 
form of the fracture, particularly the direction of its 
slope, directly under the load. 

The thickened-edge longitudinal joint shown in 
figure 22-E was not investigated in the Arlington tests 
but no tests are necessary to establish its efficiency. 
This is entirely dependent on the proper proportioning 
of the edge section in the manner that has already been 
discussed. 

The transverse doweled expansion joints were tested 
at points directly over the dowels and midway between 
them, as indicated in table 22. In general the average 
efficiency was very low for a load between the dowels 
and, with one exception, was considerably greater for a 
load directly over a dowel. This investigation was 
planned in 1930 when the knowledge of the action of 
joint devices was considerably less than at present. 
The tests themselves, now supplemented by the analysis 
by Friberg, have shown that the program was quite 
inadequate for a thorough investigation of the efficiency 
of doweled joints. It is rather definitely indicated that 
the dowel spacings were too great for effective dowel 
action and analysis of the data is complicated by the 
fact that the jomts were installed in slabs of different 
thickness. Therefore the results obtained should not be 
considered as indicative of the best performance of 
doweled expansion joints that can be expected. 

The transverse dummy contraction joints were 
tested both in summer and winter and the joint wit! 
dowels had a high efficiency in both seasons of the year 
The joint without dowels had a fair efficiency during the 
summer when the slabs were in an expanded condition 
and the width of the crack was small, but the efficiency 
was negligible in the winter when contraction had 
taken place and the width of crack was as great us 
0.03 inch. Therefore, it appears that even in slab: 
as short as these (20 feet) the interlocking of the fra: 
tured faces in a transverse dummy joint cannot |) 
depended upon to provide adequate load transfer whe) 
the slabs are in a contracted condition. 

The two dowel-plate expansion joints that were 
tested had efficiencies comparable with the efficie: 
of the dummy contraction joint with. dowels. ‘| 
figures indicate that a dowel plate of the sizeinvestiga' ‘| 
is an effective means for bridging the openings in «\- 
pansion joints but more information is needed regard: \¢ 
the required depth of embedment of the dowel pla‘ 
the slab and the required thickness of plate. 


= 


) 


The butt contraction joint shown in figure 2° « 
was not investigated in the Arlington test but its |r 
formance should be expected to be much the same as 
that of the doweled expansion joints, with probaly 4 
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somewhat greater efficiency on account of the smaller 
width of joint opening. 

For the thickened-end transverse expansion joint 
shown in figure 22—G the efficiency observed in the 
Arlington tests was low since the edge thickness was 
inadequate. When the edge section is properly de- 
signed the edge stress is the same as the interior stress 
and no edge strengthening or load transfer is required. 

In the past the thickened-end type of transverse 
joint has been criticised on the ground that it offers 
additional resistance to contraction, with the result that 
a transverse crack is likely to develop near the junction 
of the end section with the interior of the slab. No 
action of this kind has been observed in the Arlington 
tests. The slabs with thickened ends have expanded 
and contracted as freely as any of the other slabs tested 
and no transverse cracks have developed in them in 
a period of more than 8 years. There is nothing in 
the results of these tests to indicate that edge thickening 
cannot be applied to transverse expansion joints with 
as much success as to the longitudinal edges of the slab. 

Very little information of a definite character is 
available concerning the reported unsatisfactory per- 
formance of thickened-end transverse joints. The only 
reference that has been found is in a 1932 report of a 
committee of the American Road Builders’ Association 
(47). This report merely states that experience with 
the thickened-end joint in three States has not been 
entirely satisfactory; that transverse cracking usually 
develops near the joint, with subsequent buckling of 
the slab ends due to expansion and with the further 
‘result, in some cases, of complete breakage under the 
action of traffic. 

In contrast to this is the experience of Kent County, 
Mich. Mr. Otto S. Hess® is authority for the following 
report of that experience. 


EXPERIENCE SHOWS THICKENED-END SLABS SATISFACTORY 


Since 1926 practically all of the concrete pavements 
built by the Kent County Road Commission have been 
constructed with thickened-end transverse expansion 
joints spaced 50 feet apart and with no intermediate 
contraction joints. The 50-foot slabs are reinforced 
with wire fabric or bar mats. The expansion joints are 
; inch wide and a premolded joint filler is used. The 
ends of adjacent slabs are not connected in any manner. 

With this design, transverse cracking has been almost 
climinated. Not a single transverse crack has been 
observed in the vicinity of the joints where the end- 
thickening begins. The contention that contraction in 
« thickened-end slab will cause the ends to ride up on 
the subgrade and create roughness at joints has not 
en supported since no difficulty has developed because 
o: vertical movement of the slab ends. The experience 
o| \ent County indicates that if the strength required in 
jot edges is obtained by thickening the slab ends it is 
hot necessary to connect the slabs with dowels or other 
devices in order to maintain smooth joints. 

he Arlington tests were quite inadequate from the 
st:odpoint of a comprehensive study of joint action 
since the variables included in the program were not of 
sul! lent number or of sufficient range. However, the 
results obtained, when viewed in the light of the 
Friberg analysis and the discussion of the required 
efliciency of joints, indicate that if proper attention is 
fiver to the design of both the slab and the joint a 
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* Engineer-Manager, Kent County Road Commission, Grand Rapids, Mich 











number of the types of joints in common use can be 
expected to effect the required stress reduction. __ 

Effect of joints on corner stresses—An assumption 
similar to that used in deriving equation 28, which 
gives a measure of the efficiency of a joint in reducing 
edge stress, might be used in developing a measure of 
the efficiency of a joint in reducing corner stress. For 
example, it might be assumed that with a joint of 100 
percent efficiency the corner stress should be no greater 
than the stress in the edge of the slab at some distance 
from the corner. However, it is not necessary to do 
this and, in some cases, such an assumption would 
result in an indicated efficiency in excess of 100 percent 
in joints having no provision whatever for stress 
reduction. 

In a slab of uniform thickness, corner load stresses 
computed by equation 11 exceed edge load stresses 
computed by equation 15, but only by relatively small 
amounts. In the case of combined stresses in slabs 15 
to 30 feet long and ranging in depth from 7 to 10 inches, 
figures 15 and 17 show that the edge stresses are always 
greater than the corner stresses. In 10-foot slabs of 
these depths the combined corner stresses exceed the 
combined edge stresses by 50 to 80 pounds per square 
inch when k= 100, but when k=300 the edge and corner 
stresses are practically the same. Therefore it appears 
that in a slab of adequate design there is no great need 
for stress reduction at the joint corners and that any 
reduction effected by the joint device will be in the 
nature of a factor of safety. 

In the Arlington tests the difference between the 
stress at a free corner and that at a joint corner was 
determined and this stress reduction was expressed as 
a percentage of the stress at the free corner (table 12, 
PUBLIC ROADS, October 1936). It was found that 
the transverse joints (table 22) were about equally 
effective in reducing corner stress and that the average 
reduction was about 40 percent. Of the longitudinal 
joints that could be tested, the butt joint with tie bars 
spaced 24 inches apart and the dummy joint with tie 
bars resulted in an average reduction in corner stress 
of about 50 percent and the dummy joint without tie 
bars reduced the corner stress by about 40 percent. 
Thus all the joints tested were quite effective in reduc- 
ing corner stress although some of them were quite 
ineffective in reducing edge stress. 





CONCLUSIONS 


The discussion that has been presented leads inevita- 
bly to certain conclusions which, if accepted, require a 
rather drastic revision in some of the accepted ideas 
concerning the structural design of concrete pavements. 
These conclusions are open to attack principally on the 
ground that practical experience in certain localities or 
under certain conditions does not always support them. 
This is recognized but it is believed that, for the country 
as a whole, they are supported by observations of the 
behavior of pavements in service. The exceptions may 
be due to a number of causes, an important one being 
that many concrete pavements are not subjected to 
loads of the magnitude and frequency for which pre- 
sumably they were designed. 

In other engineering structures, such as bridges and 
buildings, the absence of failure is not necessarily an 
evidence of adequate design since structures do not 
always fail even when dangerously overstressed. The 
same is true of concrete pavements. It is recognized, 
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of course, that it would be unreasonable to be as con- 
servative in the design of pavements as in the design of 
bridges but it should also be recognized that the factor 
of safety in many pavement designs in current use is 
negligible. 

On the basis of the information presented, concrete 
pavements may be designed with reasonable assurance 
that they will be free from structural defects over a long 
period of time. A lowering of the indicated require- 
ments of design may result in structural failures of 
varying degrees of importance. The extent to which 
the possibility of such failures can be tolerated is a 
matter to be decided on the basis of engineering judg- 
ment. 

The more important conclusions that are indicated 
are as follows: 

1. The critical load stresses developed in a concrete 
pavement are primarily dependent on single wheel loads 
and not on axle loads, axle spacing or the gross weight of 
vehicle“ 

. Impact forces considerably in excess of static 
Pod loads should be used in the design of pavements. 
The impact factor (ratio of total impact reaction to 
static wheel load) is less for balloon tires than for high- 
pressure tires and decreases as the wheel load increases. 

3. The stresses in a concrete pavement are approxi- 
mately the same for an 8,000-pound wheel load on dual 
high-pressure tires and for a 9,000-pound wheel load on 
dual balloon tires. 

4. The stress analyses of Westergaard, with the 
modifications suggested by the Arlington tests, are 
suitable for use in the design of concrete pavement 
slabs and form the only adequate basis for such design. 

5. Since the physical characteristics of the subgrade 
and of the concrete can never be foretold with cer- 
tainty it is desirable to be conservative in the selection 
of values representing these various characteristics for 
use in design. 

_4 6. Warping stresses due to differentials of tempera- 

ture within the slab may be of the same order of mag- 
nitude as the stresses due to heavy wheel loads and 
therefore require consideration in pavement design, 

7. Reasonable assurance of the absence of transverse 
cracking in concrete pavements can be obtained only 
by the use of short slabs having lengths not greater 
than 10 to 15 feet. 

8. Transverse cracks in thickened-edge pavements 
without reinforcement create a weakened condition in 
the interior of the slab which may be serious. The 
introduction of properly designed steel reinforcement 
in long slabs will not completely eliminate transverse 
cracking but it will reduce or eliminate the detri- 
mental effect of the cracks which may develop. 

9. The edges of transverse joints in thickened-edge 
slabs require strengthening because the central portion 
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of the joint has the same thickness as the interior of 
the slab but is subjected to the higher stresses that 
are associated with edge loading. 

10. When the pavement is designed for the com- 
bined stresses due to load and temperature it is safe 
practice to use an allowable unit stress in excess of 50 
ee ent of the 28-day flexural strength of the concrete. 

When the pavement is designed for maximum 
= wheel loads and in such manner that the com- 
bined stresses due to load and temperature are limited 
to safe values and are reasonably ge balanced, the 
thickened-edge section has no great advantage over 
the section of uniform thickness from the standpoint 
of —_ -all cost per mile. 

Transverse joints are required in concrete pave- 
sas to relieve warping stresses due to temperature 
and also to provide for longitudinal expansion and 
contraction. Longitudinal joints are required to pre- 
vent the longitudinal cracking that usually develops 
otherwise. 

If proper attention is given to the design of both 
the slab and joint, the required edge strengthening at 
joints in thickened-edge slabs can be obtained with a 
number of the types of load-transfer devices in com- 
mon use. 

The thickened-end transverse expansion joint is 
indicated, both by tests and experience, to be a highly 
effective method of providing the edge strengthening 
that is required at transverse joints in thickened-edge 
slabs. 

15. Longitudinal joints of the tongue-and-groove 
type appear to be considerably more effective than 
other types in common use in providing the strength- 
ening that is required in the edges of the longitudinal 
joints of thickened-edge slabs. 

ACKNOWLEDGMENTS 

This paper is essentially a compilation and interpre- 
tation of published data and, insofar as practicable, the 
sources of material are indicated in the bibliography. 

The author desires to acknowledge the invaluable 
advice and assistance given by his associates in the 
Public Roads Administration: Mr. L. W. Teller, Mr 
A. L. Gemeny, Mr. J. A. Buchanan, Mr. E. C. Suther- 
land, Mr. W. F. Kellermann, Mr. R. J. Lancaster and 
Mr. A. L. Catudal. 

He also desires to express his appreciation of the gen- 
erous permission granted by Mr. Royall D. Bradbury 
to appropriate a number of original ideas from his book 
“Reinforced Concrete Pavements’. Special credit is 
due Mr. Bradbury for originating the simplified metli- 
ods, used throughout this paper, of computing stresses 
due to loads and temperature warping. The use of 


these methods changes a very tedious operation to s 
very simple one. 











“pelodar 1001 Nom y 
“SOOT Roddy ANAL pRosy moa PETRUS sy 


Pepnypou 
eq lant MOTO] aay 
SIdteaay rs mad Conodord my 
JO Sjueurs<nd jSuInaAN Pelipeso neeq VARY puny [Wieues 

“SspRod |* 0] jo 


ang 





“HQRy sul MOT[O] 


SPaea 





vid Jo 





JA-Pooy jo aorys0ed {BMUSIYUON UO WIALOS Iqop “JUOULIOA 
“NOU ue WTA TAS Iqeap *OOSSOUU AL ‘Spuoq O7B]Se-[Red uo 
“YIOM AAT RIadoo) puy ‘WM ‘CoEs ‘SPley 














YMON MOO PETS ‘UO1)t ARN pun MOTOS) 
AOTA IAS ‘AOSdof MON Sserunoo Pest any JOGRE Run IUOTN Squomro, 
SUNYOIIp 0 ‘*O"D “MRMBLOGT ‘Sesuad ya Movuisue u 

















































‘t PIB TE | Gye ‘ge SEO'Sr Kas LO "t 
Il 
LAG '% LAG 'Z 
Clo'T ‘I 
a1 oI ( 
YOR OT 
SRO 'Z, OOO *T 
Zz R| 4 
ih 
1t0 ‘7 ) 
H6t 86 ‘ZT c 
% 
t t 
Y SCN TT NON TT 
fn) #1 £1 
RUB "7 , USN 
= £91 ‘Re LOT ‘Rs PEE ‘2 
a) 
we O96 ‘2 bY I CIP“ fl 
O 
" 
— rr 
~] OZ 
m9 tz 
— I TERT oe 
£ It LLL t 
COS ENE 
RCE 2 CAS “Oo £9] 
AZ I 629 ‘| 606 
£ I 
£86 ‘2. £86 ‘7 
fil | 
SAD)Op SADIOp S4iD}) S4p}pop 








Lin OO HH | 000 O' ] 






sippjop 


D0 
‘sprog 
Isadoy 


ut 
yand 
land 
ARMA 
Loo 
407 














PoyRaogd pur puny [Piouied vy oy Seas UOT 
Jo yno s 


‘000'2$ ¢ 
1oewAud * 
SUIPUBL YnsogIe 1URA]ASUUA, 
jo Memnyandad PUL "000 bI 
Lda 4JOqQ IBY ‘wun 
HUA ‘nue Wy 





JOU spony *PMIA-JOJOUL-UOU FO OW EES JO XB 

“OMNMAA GT PPTQOA-JOjour 

“PEIROIpap ast MIOYIO JOU SoXTy 

WAYS THod PPIYAA-IOJOUL pug XV] [ONy-s0oyour 
ssodund ABMYAIY s0j SUOIeLdordd y 5, 

MWeMeAoWdUy 10) Pedanour 0} IWAIQo VI v ‘spuoq Jou {eMy sy JO vor Ads 
v8 

‘susodund 4 

SMO} UoONsodoad UL peywaoad SPUSS! PUG Jotfar oua 


“OOO'ES 


VAUSIQUOU pur 
DOW Uo 








>= 
On 


80E ‘7 
iY 
O16 ‘t 





} ‘ 
bul 
POE “¢ 
HE6 "PI 
Tee Oo 
ws 
PAL “s 

















S4D))0p 


OW) 








JOYRG] 
{ :uors 








NM Nad [Plened joq-w Pe I 





VARY Ani spun [Plone [v Oyo} SOLE TY 
jo toy at BUITLA pun ‘Selipo ‘SUMO] Ol WOM sjunoum 
sesodund aT MBIS soy 
SPUD) *Apoprardas powodar 








AUN a foo JO 409 uN Pepnypuy y, 


JOSIEAR MUAY tod 40} poppore OO MA 





1qo {nu MUAY [@ 07 JO 91 AOS IO] posn oq OSTR Avu 
“RIS UO MoU 









I “ULdYSAS 


















‘OnudAdT VPIlOA-lOJOUL JO UNO preg 5; 
“PROd [ROOT “Av MUAY ORS doy SOM “OO00NG ZS “TIUIAITA ‘000 VL$ ‘RUTOUR,) WON ‘o00‘cEz$ 
SYDIVYO ATA das iqep Sepuypouy ol “Ul we JOapuc Ris dJopun Sptvod Agunog jo ~MUBUOUIBUL pus 
“UOTPRIAR “VIOISI A “Spuogq “UUINTOO sty) uLu MOUS o1R SYA JOJOUL 
Av puv ‘O00 1807 ‘spuoq ATMS yf Wa] UTI pe ft tjoudsut lenj-40O,oOur 4IOJ peor SPUN] ‘sesuedx 
qinog OOO PES ‘Susu Ivdap Joyo 





TUL.) Toneqoig 
'$ ‘spuo UOlOnIysu0D 


M1VIS *BUI[OUN, ) 
leuonnyysur 10 
“UOIUr AU *Uplo] 4 
IMOTOL OUI JOM 4 





OP OSIM | 
Sipuy TEM Mody PUN) UOULtIOD B ul Peorld oun 


1 









JOGLSIpun Joe nvoaq SUOTPOOTPOo yen) 


















































































































PL 4 Li PET) RAZ OLb eo O11, ONG KE H1¢ ‘OK HL0 OCO EEE “a LH00 
IIb ‘2% tél 
‘t ve 
86 £29 ‘| It 
Cl» t 
Z11 I 
‘ v1 - 
If SEO CL tt 
Crh *§ Ot 
ty ft { I ul “ft al 
wel l boi ‘I 
6 a ’s £26 “CZ 
hic Ho% 
if \ 
PRE 
IZ SN “O Zs 
Heol CCYy *} 609 
NLT 
OL CNEL ZyI 
EIT 78 ) 
Bas PII 
ol tA 
tal 2 °9 OF to 
916 ‘7 7 olf 
TSH SE 
ras 266 ‘2 biz 
a ar 61¢"] 
a OLT 
Hl ’ 
[Su NZ. 
FOL *§ 
SON fi 
G o'9 h 
tl 
TOP 7 
SAZ AG | 
x ‘I PES Hol cyl 
CHO] CHO’ T 
sf | C1‘ Cut 
PAA S ; | 
& TRI 2 C86 ‘§ al | &E 
ii o 611 OHL ‘7 | 
£9 18 1€% “€ 66F 'L 8¢ 
s4D7}0p | ¢§ AD)}0P | sappjpop *4D7)0P | sanjpop s40)/0p s4p0})0p S4D2)0p sinqj0p s40)/0p 840) 0p 
OOO T 000'T | non 000" OOO T Lie | OO0'] WOO] | OOO WOT OOO T 
+ Spmod |» uornay uory | 
SIUM pe | ¢ SASOd | -Raqsy 
pur ind ulurpt 
‘ ) I ‘aounu vAly pur 
No “oJ UTNE W4st uoly 
410% uo “UTP 
’ log Jjsuo_) Layo 
log 









parr 





‘PeModas you Sjunome 

“SOpPOTIAA 101,001 do 
OTM TIS 
SUOMOTe uy Popnyouy 
*S}0OI]S Aq d0j SPUIUTOTR 
“AToynandas p 
9DIAOIG MB (,) 1Bq8 


“spmog [Roo] pur ais Y1oq uo poasn aq Avu Spun] OpRs0jo, y ul 
PUDJasayy yey] s 
SpvOl UO Jueds SJUNOUIR Joy Qu 











HIE GOL) Lop 'z 











G 
0zT 
Op 
I 
“al 
626 ‘6 
xgo¢ ‘g 
16— 


Oe 
608 “ET 
SSE ‘BI 
006 ‘9g | 
ISO *F 
1£9 ‘AI 





0£0 “1 Ho — 
s402)0p s407)0p 
000° I O00" T 
yo 

2 Pain | ‘spuny 
-tdq pein 
“sIp “qty 
spun “Stpun 
[P04 O}enp 
tN SJUOUL 
isnfpy 


qons pn 
Desodiy 

JOOSIM, UL Ideoxa 
ME ULOISAS An, 


‘UR MBLIC i 
UOMONIYSUOd JO 
JO DONBinser pur ‘yuourjaied 





VULUTIAOS Jo SUIUN [B, 





9 UONIaT[09 UO Ajoqr. 


Isydiooog °U) OF “Uolsodoad Ur poyRi0id eed vany PeMaiysip 
SYUNB] Josn Arm 
SHU0aB AUIpuodyxe pues 
MOdJ JOYIP Udo anak d 


141 JO spaaovoid 
SUL OAT[OO JO sjunovoR 
Bpuyvo ayy SULIND pa 





622 "EI 
840770 ) 
OOO'T 


Inad 
inp 
-Uayt ) 
Jo 
Stdtao 
-a 
nyo 
aN 











9140001 Jou Pasn os 
Aq POBIIPUISayE}G UT» 
DOT 04 WoTaSINg WAY 9 


sodind AR 
J SJUsUTyOTTR SUI MOTIOJ 
9 APIYOA 
IRs paysodes HUM ¢ 
“6G1 pur gz 
UNOWIB ayy, 
947) SoIM1S AuRU Ul: 
19am 19q 


1 ‘SARM ary 40} 148d O11 pasn ueeq 
A [om doy Saxny 444ad01d-[p008tod 
‘Spuny [vaauad ARIS 
MUAY ARIS Jo SuoIsua} xe URqun 
ogPeds smoys uUUIn]OO sty 


OL 2 






Sjunomy “suory 


000'ZR8'1$ “Bru AaT 4 
MUSIY ayRIS UF pepnyo 
OU » 
4IOj0OW jo uo 


“dd ‘sarqny ae 
“OPBUI sy 





ae] pur spuny 
INGUISIP syunoury , 


~ 18104, 
BICUINJOR Jo WLISICY 
: SUITIOLN AA 
UISUOAST Ay 
UIBITA 480 A4 
TOTSUTYSE Ay 
“BIUTAIL A 
JUOULIA A 
qe 
SBXA,], 
99Sseuua |, 
vjoyAVGd qinog 
BUITOIBD YING 
| PUB]s] epoyy 

t fuvAlAsuueg 
u0801¢) 
vuloyrTyG 

Ura) 

B10yRG q1I0N 
Bulfoieg QWON 
st HIOX MON 
OOLXO YW MAN 

~ AasIer MAN 
orysd ure Fy MAN 
UPBABN 
BYSBIGAN 
euequ0 Wy 
HINOSst py 

Idd sets py 
P1Osenul py 
URSIN Y 
SHasnorssr py 
purl Aun 

~~ @UTR 
vuRIsinory 

A yonjuay 
stsury 

BMOT 

euRIpuy 

SIOuTT 

oyRpy 

BIS1004) 
BpHoly 

WR MRC 
iNoMdeuU0-) 
OpRIO[Og 

BITION TRL) 
sesueyiy 
enoziuiy 
BIER y 





oy 





: SLdIAOFY XV Le THNA-YOLOW ALVIS JO NOLLISOdSIG 











20, No. 6 


“ol 











JBI Pop vst MIIYJO JOU SONB] dust ABMUSIY Ulod} 
syd teoed Jou 04 uotjsodoid ut poyedoud PUB SPULYJ [B1IUIT OY OF Sdvj UOTJBIYsSi Jol oPOIIA-JOPOUL PUB XB] [gttj-4 
jo sjuvuIABd JSUIBSZY PezyIpelo UVeG BABY PUN) [Bleue 9}¥Ig JO yNO sesodund ABmMYDIY 4JOJ SUOLPBLUdOIdd Yy ¢; 

“speol [B00] jO JUJUIVAL sda 40j pullout uc I BAILQO VIBES B ‘spuog jolpol ABMYa Y jo dl AOS 7 

susodind ABMYAZIYUOU PUB ‘pBOod [BOOT ‘AB MYAIY 

93839 JO} Spedooid Jo asn 04 UOTyIodoid UT peyesoId SaNss! PU Joljel ADUVFZIJVUId UO BLAIS JQep SYpNpoUy jy; 

*SpUuogd Jolfel-pooy JO UOTJIOd ABMYAZIYUOU UO BOIAJVS JQap *JUOULIIA [OUO'ERS 

‘squouljiedep 10410 YOM BAT}BIOdO0D PUB “YOO'UFES “SP[PY AUIPUB] ByBIOIIB ‘BIUBA[ASUUYG ‘SJUspow Vp 

-10J0UL UI poiN{Ul S}UVTI PUT Jo UOTQezZITeyIdsoOY ‘O1YY ‘AUIYDIP"O “OO ‘esBMB[aC, ‘sesodind ZurMoT[os ayy JOY 

“poqsodes you sjunows Yyons yng ‘sABMYZIY JOJ JBd UL posN Used vABY ABUL SPUN) [es9Ued [BOOT OF SUOTPBWOOTLY 

‘000 LOFTS ‘SEPOIYOA JOJOUL UO pesodu! ApJeULIOJ Sex¥y Ajlodosd [eUOSJed JO Nol] UL SBTRI[IA PUB ‘seT}TO ‘sUMO} 

‘UISUODST AA '000‘6FE$ ‘SpUNJ [BIOUGZ AJUNOO ‘OOIXeJY MON ‘OOO'ELE' ES ‘SEIIIO PUB SuIJUNOD Jo spuny [BsoUed *BIUIOJ 
-I[BQ ‘spuny [eseded [ediorunu puw AJUNOD ‘BUIRGBLY °SeIBIyg BULMOTI[OJ BY} Ul Jdvoxe SpuNy [BsUd BIBI OL, ¢ 

‘sasodind ABMYSIY 931g JO jS}UBUTJOL[W UL pepNpoU! dB WaysAS ABMYAIY 3¥I_g JO SUOTISUIIXO 





























jun \ 1OL} 





*Ajeyesndes poywodel you posn ¢ 
1} SoprAocid ME] (,) Ys14948SB Aq poPROIpUL Sewyy Uy] 
“UIVISAS BIBISUOM it jueds SPUNOLUB JOJ JUBUINIVIAOS JO SPLUN [Be O} JUALLLOSINIGUITOY 9 
"OOO'STS$ “BIUIZITA ISAAY [OOO'SLE'Z$ “BUTLOIB) UWON ‘Q00'TETS ‘oeMEpeqd ‘sosodind AemyasyYy oyBis Ul 
U] GIB [04JUOD OYBJQ JEPUN SpBwOs AZUNOO JO VOUBUGJULVU PUB WOLONIJSUOD JOJ SJUIULYO[[V ZULMOTIOJ OY, ¢ 
UWINOO SITY} UL UMOYS O18 UOLPB[NFI VOT YOA-JOJOUL JO SeSUGAX9 SNOBUBT[VOSIU PUB ‘pUNJ IJoyy-OjNe 0} 
syuowAed ‘xXB} [ONJ-JOJOUI JO UOTJOT[OO 40} PezJOTTB spuNy ‘sesusdX9 UOTJDeT[00 UIOIJ AToJVIedas paqsoded 0190 AA » 
*S10JOa][00 [ROOT pUB AJUNOD AQ PaNpep SeDIVYO BI AoS OPNOU! SozVJg AUBU UI SesSUIdX9 TOTZDETIOD ¢ 
“671 puw ZZ “dd uo safqey dog 
"po Bol pep IstAJoyIO JOU Sydrooel OY} OF UOTJIOdOId UT poyesJOId U90q VABY POINQLIjSIp OS SJUNOUIV VY,J, “@PBU st 
UOIINGLySIP B YOryM wWol) puny UOUIMIOD B UL pyoR[d e178 Saxe}. JosN ABMYDIY JO Speddoid 944 SozVIg AUBUI UT ¢ 
‘SoUETY ZUIPUIdX9 PUB JUTBDT[OO JO SJUNODDB UVIMJoq Jel puw spuny 
PeIINGLSIPUN JO VsNBIIG SUOTIIE[[OO [BNJOV Wlo4j JOPIpP UAo Wea ABPUITBO VY} JALINP pozynqiysip syunouly ; 








{Aldus JOj pusth vg 





y 
z. 


yay | 


OL JO « 































































































































































































































| ZSY TE SUG eh. “¢ bly 't OVS “IZ SES ‘f bsZ ‘bOI , Lut ‘I o¥E “EI WOUG SLL WIZ OLE “bY az Ut 119 “91 IGS EPL | 900% S80 LE eZ “ONE , OOF ) STR RSE [VIOL 
| OZb I OZ ‘I SUS SUS iz L401 ULL ~BIQUINIOD Jo WISI 
| ggt ED COE $2 | — Buru0d 
OFT Olt I £y C10 *'t slbl SLE ‘I L609 ee O£6 | sI- --""UTSUOOST A 
) U6 ‘Z O66 ‘Z " Zee ‘Zs | 8 BIUIZITA ISOM 
al 1Ub OES ‘ZS Lb uO TZUTYSB A 
i| Og 892 SUS Lst $06 “b | 9S “9 2% - “BIUIZITA 
| £1 £l ¢ PALA Liz'l | 068°% | qUOULIO A 
O8 08 OFZ LvY IT P99 ‘I LoP | “yein 
1] : ‘9 6lF go ‘02 «| “SBX9], 
‘f oor > =| &I- eesseuuea J, 
| 61 61 £ I bO00 % | 1% BIOyVC YINeg 
bob col 1 ¢gey‘t | } BUlfOlBY YIN, 
p9G ‘I bos “I 0Z | £68 ‘2 IT : PULTST EpoUY 
Exp ESP QLb Z% Bd 998 ‘ZE | LETT ~BruBalAsuued 
RZ Wobe Lo8 ) 0f6 ‘Z% 8 7 ~~" U0 
Ib ‘g SUP ‘Ze T 06 osz‘g | 1 6LL‘¢ | : BUOYRLAO 
SOF SOF O08 ‘g 9E0 ‘Ils ‘9 £62 ‘9 | 196- £0 ‘22 oro 
2) yey vey 191 or 1h ‘T | «BI £29 ‘! RIOy¥vC, YWON 
Q is) 90 ‘Ps Leb‘. | 98 | ez VUy[OICL) YWON 
‘9 990° LLE Lil ‘gl | 991 Lee ‘Lb | Sct | B21 ‘2b er YIOX MON 
Zz blz g HUE | GRs‘l | Sb £9 ‘I “OOTXO WY MON 
' £89 ‘E Ive rT) GyP ‘S yf 920'0@ | 82I~- | £02 ‘02 ~~ KSdeg MON 
o pol % £ LVL ‘% oF | 112% O11 YSdUIR PY MON 
|| cd nee | | Zz __- BPRAON 
6zo‘T | 629 I Il £9 yShiqaN 
ts | Pra ee gyi‘T | gte'l or | BuBUO yy 
“") OST | ost 126 ‘5 16 | £28 ‘b | zee | : | 2066 SI LINOSST JY 
™ | 12¢‘e | | IZ ‘fe | | 9Ze | $26 lL- 1d SSIsst Jy 
~] SII | SI L4eo*e =| Tees | VOLT |} 4o9‘b | | z | “BJOSOUUL JY 
bhZ | v2 | | 998 ‘STe | | ~ > UBaLYyOT TY 
oe Lut | 298 11 LSI | boa | 2420°% | ocy | OS9 11 ‘| S}JOSNYORSSE Jy 
sal Zt | ae gL2 gxO'T | gS ‘I " puvyp Ase py 
SIE 9t6 mj “=== -9UuTB yy 
Q, | Ore ‘t | ‘I ‘g o¢ vUvISINO’] 
192 ‘I | 19% ‘I O68 968 | } ‘I 9% | OS Ayonjuey 
| 97.6 926 ve | 29% ‘Z | | ict sesuey 
£06 *F £06 ‘F ‘S | | OOO‘! EMO] 
206 Z0¢ | 620° | | : | ‘f | G86 : vuBIpUy 
Gy o¢ $69 6 Ve 1296 ‘k | ese | £08 SIOuTT] 
| | | 69 oyepl] 
} 19 | 19% ‘I coe vld1001) 
$ £2 °¢ } | OZ GLY | | Vployy 
{ OL } (s) £16 | 9GZ | OLT yg 16 UBMBLOC 
| | 196 °% OIL '% OP | YGF : 966 qnorpoouud,) 
| 9¢0'T Zit‘ 682% 62 tH} OpBs0jO, 
so9 ‘9 809 “9 929 'E« | O8S‘OI | 928‘ OLS ‘f 000‘ gs! 'f BICIOJIR,) 
[PS ‘Z s96't | OZ 72 ‘I S01 19 806 'Z SURAT) 
| Ve WZ C10‘ oo wuozZily 
ea ez wert | 1gt‘t ZO Ont big} VUIEGULY 
sivyop | sivppop | sanjpop | sanjppop | savpjop | savjjop | sinjjop | savppop | Sivpjop | s4vz}0P | S407}0P | sanjpop | S4p/}0p | s4p2)0p | sspjpop | sanpjop | sanppop | savpop | sanppop | savjpop | savpjop 
CL wool | Quo'l 000 | 000"! OO! | VOU) | ool 000' I 000" 1 0001 0001 | OOO' 00u'l 000" | 000° | 000" | 000"! 0001 000° 1 ooo | 
won) Cae suony ¢Sproa | sosod | g SUOI}ET |soyoU puL . UOTLIY uel) 
, Ssesod isep | ‘sprou vayqo |, Spooys | [RIO] dnd ry0,] |-1140 [Woo]] Spuog |. oq | Sturtupe | 4 sosod WAYS! S00 7 nous 
ind | aon lo JUvUL | ¢Spuny | ysouoy Ne Ayo _puy AUN | pournisse| ea qty Pp " pur and unupe | , poyn | ‘spuny | iva 
PIOL dy toods ROT Voydtue | peioued pur [BIOL ysiy uo Ayunoo yay ewig oes , tt ‘QouURU van pur quysip | pornquy syne 
soy | 404 un jo OL yand) yIoM uo Ooms - oe oyureu VAysl uoly spur -sipun | | whol yRIg 
104 joupor | | sosodunid 10g y4om 40J SUOTPRAL[ YO © uoronys| -unupy | -vajjoo [e104 o} onp pe _ bs fa 
| oy | Semysig 40O4 [BIOL LUMUDIY OFLIG Jo DALES | -U0,) Joyo yo JON syuotw (eyey 
soyyo 4 - JO | Sostud pntpy WN 
susod snd AewYysyUuoU 104 | 404 , Svad]S PUR Spot [HOO] JOo susodunid AR MYA URIS 104 “Xf 





Jserploy JHE VIHIG Jo Spiodod ULOd) IWOA IVpUs[Bo doy popld io, | 


861 SLdIOdY ADIHAA-YOLOW ALV.LS JO NOLLISOdSIC 


oe || 
—N | 


re || 





a" geareree in) Aerntyrr serge 1¢% ‘ sth t memerr 
weeg wesees 6 ee —_—_ _ ree tee 
mate ee bd EFA Bit OEE RO Teh AR AE, gureers : “ . ves once ey 






PUBLIC ROADS 


1Y3¥ 





‘Stl duoaqey, ‘sydteood aporyon 
JOjOUL UL Pophpoust SvvJ UOIPBIZSidol Jo Moly UL SaowdBvo JO,OUL Ay pred SOXB) 9[[UW-dJusUvssbd PUB v{fUI-UO], , 
*popoded Siete J0JOUL UO SUXB} [BIOVdS ON , 
*sosodind A IMUYUSIY OPV] JO) SPUGUIZO![V UL Ppopnhypoul ow WeysAs ABMUZIY OYBIg JO SUOISUV} Xo 
UBIN JOJ PozJO][B SPUNY ‘ApopBsVdos poysOdod OY AL “SPOS AYJo JOJ SyUOUTYOTTB OYlovds smoys UUINOD SIUAL, 9 
“SPBOl [BOOT 
pueB o7eByy YYOG UO pesn oq Avul spuny Opesojo,) Uy *Apoyel sos peysodel JOU Pus Os sqyUunOuLy *SUOLPBDI[TGo 
ABMYDIY [BIOL JO BLAIS JOJ past BY Os|w ABUL Spun vs} yeyy Soplaodd MB] (,) JBYS Aq PopBoIpuUl SoJWjy UT ¢ 




























































Set 'b y | iI bUS “% Sol sh % bly , SN ' 
‘ 91Z 
} Est 
OL9 ‘I 
L OF 
| | 
J : é é LL 6 
tL £L | 1a 
L 
; I> 
tl 
vi i GEL d Ise 
okey oby 
SOS ROC 2 
) bhe vl t 
Is 
Is] I I 
tll Il « 
I 
SZ 
RS St 
Lf 4 VS 
eres OG buy cs cy 
ol . 
ch ch ot Is ‘ 
| 
oT) W FOZ Cbl 6 
£6 | 26 re 
4 Lue % } 
1g! 
ox 
iD) 84D) S410) 81D) 84D) 81D) 10) 81D) $id} giv) S10} 
}0p OOO! | -20P OOO'T | -20P VOUT] “OP OO) | 1Op 000'l | -JOP 000°! J°p OOO! | -JOP OOO! 10p O00! | -20P GOD -J0P 0O0') 
| » SUOLIRAT 
| | Ayn) suo qo [BVO] 
¢ Spr Sosi ( 
uonra | spuny qe | ‘spvod _ 9 S)9019S | 4 re ct ened = permits 
{ te |} Sp ; . i ’ , ‘ 
| 10} I Ul }Sas0j ag Lo | fEMys Ayo uo l it q { SU-OIBIS 
; fips JO4 |-10U05 0] e 4 3 {UNO UO Hels 
‘ pur yred [HOOT yom Og 
. Me y¥IOmM 104 Joy eyo] - 
sesod und \daS qo 
CBMYSIY qt IIETE Jo & 
LOY WO 404 
esodand ABMS JO of ¢ SJOOIIS PUB SpBos [Roo] 10g A 








-)0P Goo'l 








OJ Wloly IwEL TINY 





Woysks oJB}Q UO MOU Spvos UO YUOdS SPUKOTIB JOJ FUOUIUIOAOST Jo S}IUT [BIO] OF JUBTOSINqUIIOY 5 
‘sesodund Aemysiy ayeyg 
UP Pophpoul BUTPOIE,) YON Uy [01}U0d 04¥)g JOpUN spvod APUNOS UO VST JO} Poz}OT[ OOO'HS$ A[OJBULIXOIdd y ¢ 
z "SZ 0} LZI "dd sajqey ve 
*pazyBorpop ost MsoyyO JOU SydpoooI OY} OF UOPsOdOId Uy poyesoId U9s04q VABY PIINGLYSIp OS SJUNOWB OY, “apBuL St 
UOIFUQL STP & YOY WOIJ PUN) UOULULOD & UY pedeyd viv sexe} Jos ABMUSIY JO Spovv0sd 94} $04¥}g AUBUI UT , 
‘SuJoUes¥ Su pUIdXe PUB ZU1}99]]00 JO S}UNODIB UVdA\Yoq Bey pue spuLy 
POINGIBSIPUN JO BSNBIIY SUOLJOO][OO [VNYOW LWUOIJ JOYIp UoyjO IVA JBpUs]wo BY} ZULINP peynqyiysip syUnOULY | 





| lb ‘o OL 





yst 1 cal ; , Whe) p99 9 





[4UIN]Or) Jo WWILAYSIC] 
BUIMUOA A 
UISUODST AY 

BIUIBITA 480 AA 
UOTDULYSB AA 
BIUIBI A 
JUOULIZA 

yeqy) 

SBXO J, 
VOSSOUA J, 
BIOYvBC YINey 
bULfOIBY) YWNOY 
pues] epoyuYy 
ey vruBvalAsUuUeg 

6901 UOSVA() 

| 11 bur | VULOYRLYO 

tl 6ut OLYO 
ry 1 jOMRC] YMon 

VUI[OIB,) YUWION 

JOA MON 

F OOIXOJY MON 

AVSIOL MON 

OITYSdUWIB EY MON 

BPBagn 
BYSBIGaN 
BUuBuOW 
lnosst jy 
1ddtsstsst Jy 

BIOSOUUT LY 

UBAIYSI IY 

SPOSNYOesse Jy 

: “pues Are py 

ure 

BUBIsIno’] 

{yonjuey 

susue y 

f BMO] 

vueipuy 

) : ~“stoulty | 

~--oyepy 

BIII001 ) 

ONZ ~~“ BPLIO[ 4 
) OIBMBIO( | 
MOMoeuNo,) 

OpBlojoy 

ms BIUIO;e 





























6 Yt 





LSS a! 6 




















9g I Oot 









I I I 
¢ wl oF gl 99T 
OST iP ad at 10g ~ RIIRGRLy 
$40) iD) | 81D) 8iD) #41D) S4iD) iD) 


“JOP GOO'] | -20P 0601 | -20P OOO'L | -10P OOOTL | -10P GOO'T | -10P b00'! 















$o2.0uU put uot) | 
spuog WAYSTULUT oo 
{UMUSIY |} -pepue | uores | ‘spun wad sep 
eis ‘QOURU “STULL PU | , polr pong apes yo 
ajureur | pur uo -sipun s}dte00l ayF19 
‘ YI [OV Jo o1enp [B10 ON 
rere NIISUO,) SOSUBAN sjueuw 
ims -ysn{py 


IW OHI JO4 





8f6 | 


SLdISOFY XV.L YAMYVO-UO] 


OW ALV.LS LO NOLLISOdSIC 














No. 6 


20 


Vol. 


PUBLIC ROADS 


30 


1 





j 


wary Medd yl 
nado Ue 


» syuaurdRd 4st 





ray 






spuol 






OJ St aoooud jo asn 07 Ut paodoid ul per 1oad 
UOTPRIAB “BIC TAIL A ‘spuog jotted pooy Jot 
‘spu q semysyuoU 0 Adds Wep 


Ss ISS puog J 
pyaod ABMYZ 
*‘gossuuule | 





“OOO TSOG 











‘syusuyedep ayo YOM eAlBl xioos puB “My CORS SPL? 
jojour ut poun{al squesipur jo WO}}eZtI yidsoy “Ory -Uel 
*UOIPBSIABN pus aQJULULO() JO yuauigaeded pus ‘O0'F 





‘sa1gunoo paystuiny J0q®] “Bu 
uoryeaAsesuo*) UPI! AI ‘IBABLICL = 
‘poqwoded jou syUNOWIB Yous yng 





usdx9 DULUTSUY 
‘SABMUDIY JOS yaed u 




















































uOlX ‘yuoueAOsdt JOqsBy 









WrAdes Wap “uel 2 
jsv [Bed UO juourAnd “ByO4BC yes [0002 

niole *t ut apAsuu id jueplo w I a te 
‘ 1yeVqoid 93835 ‘puljose.) UWON “O00' #4 

‘spuoq Worl yysuoo peuOTny sul JO aoLAdus ‘A ysduf 
*‘BUBISINO'] 1PBIAB “BPHOlA ‘suryoyrp Sdio.) 
uorRsta “BuOZIy -S Lind JULMO{[Y) ° 
I past Uv yawy ABUT Spuny [Bsus [BIO] ¢ 





u 











ss 




















































































im ayes | ut en 
{UA iy [Be » vOTAdOS 4 
yysAs JJBIS 
TA OM ooo oes LS *t 
UT dB [OLPUOI 





11 LIRO- 10 





pops pun Jo 



























































I pue *sooj aol 


ynwowg Su 
rye 





ypadad JO 
LUO Syst 





a)¥)}s Jopun spwod <qut 


{uit peloeds pure ‘seuy pue Sv 











*VEPEV QL YVIS BUrMoOWOS oy uy yilooke puny peaedes ayes Os 
oj yu yIEgZo yt mt p ypriypoure OI ULapsAs AU MUAY oes yo suotsueyse 
mm OOTE NN port) Ayto 40) yu WIPO UL ayrood SMOUS UL NpOo STULL 
spBod | 
ind bo} \ ' \ re hina 
} sep oad «) AB i pus ; l 
uo juads SJUNOUIB 1OJ JUBUIUIVAOS JO SUN | | OF FUVTESAN mH 
“OO LOFTS 
TAIL A [OOO'SSF | ‘yuTpjoleD YWON ‘N00 OrES ATBMBLIT -sgsodiund ABMUASTY 338 g ul 







JSUOO JO} SPUOUAOT[B SULA 10} OULL » 
uoLpepnsed gporyeA-soyoul jo sasuedxe snoguBypoos Tt pus *SaxBy 

joA-JOqQuL ‘X84 anj-sozour Jo UOTBsIsIuTUIpE PUB woT,VeT[00 JO sasuedxe Sepnpuy ¢ 
SoWUVsB dur puedxe pus sul yaTpjoo Jo syunoo0B8 u9e MOG Zul pues spun) 

OPPO jenqoe wi0d} JOP uayjo 4 A yepuoyeo ayy suwnp poynqiystp sJUnOWly ¢ 
jLagsip ATs Gores 621 01 LZ “dd WO SeTQBI 99S *(SaXxR} Jop1IBa-JOPOUL) asty J0j paqwiedo 

MOYIA-IOJOUL *SAXBI janj-10jOUL TOI} sjdiaoed SEPNPUT | 






uvuoyurTeul pus uoljond 














OOP ES SUG “EOF pau ‘bb , BOS UL! "LE SON TT OO LLE Tt {BIOL 
LiZ Oss —_ 188 ‘Fb riquino,) Jo wud 
69 gre '% | 68 P6Z isa 662 *f Bupui0d AA 
66 El SUS "VE OOF ZU FE : uTSUOOST MA 
ORO ‘Ly | Le 186 FL L rl Fl wiuadtA SPM 
626 ST lb ZAR ST uopsUTYsSe M 
vo— | “BIUISITA 
quOULIe A 
“qe 
SBK9 TL, 

















assouud,L, 
Ryoyecy WINOS 
Bulpose¢ WINS 
z1 PURIST epouy 
pupa Asuued 
uoAaA 

eo yeT yO 

z “oo 
Ryoyead WVoN 
wUTOIB,) quoNn 
7) HAOA MAN 
OOTXOW MON 
---Kesdoe MON 
asiysdurep{, MON 
UPBAIN 
BYSBIGAN 
eurqWwoWw 

~~ TINOSST IN 
idditsstsst W 




















-gyosouUlW 
~~ uBstqor 
| syyasnyorsse 
pur AlByy 
| 902 "6 Lt aulvN 
RSI nurisno’] 
6 Ayonquem 
sRsun 
ae EMO] 
nuripul 
| sroutttl 
oyepl 
RIAIOOL) 
| epuold 
| EMEC 
‘| yore) 
opBs10jo.) 
t | ast‘ RILIOFIRO 
Oz | sRsuRyly 
sol | | 1 “RUOZILY 
ZF | 6r9 ree ‘Lt } Loe . RurEqelLy 
sapppop | x2pp70P sippjop | sunpjop suppjop sipjjop 
g0n'l 000! 0001 One OWT 000'T 
, uoryey | 
SHUM |. WoTyesy) B 
ootyod pe puv |" cram poy dial | 
uM | ‘QOuRU pu pur pornquy i ll | 
ary -@UTBUT) Goraay [SIP SPU | ae, |e foe! oyeds 
18S Piety | -joo JO | [WIOT IN Pay ; ne 5 Sons 
“nds | sastiad vt “3 yeOd IN 
| -10\.) “xu Asntpy 


-OLLV “mo POLES ‘saporyes JO VOU UO pesod ull {[sOULIOJ XVI <qyavdoid jeuossed jo Hoty ULSeaB]LT 4 pus ‘Sette ‘SUMOT spout yedoss 
*ursuoos! MWA ‘O00 HRES “SPULY [R49dIs <yunoo JIXOW MON ‘sarg1o pus soypun ) spuny [BloU9d *BICO}t ~ yoOror it 
FxZ RET | RES S gael ‘Te . PRA ‘OL » ONDE at) 12, gis 'S WLI Lae 169, GRE PLL sic. | 160 “bel 
fea‘ ee il 
ot) RLS 
Lua Y Lz % Lut ttt s ¢ HRS 'E 
e1o'l st e201 ist Ig 
Lf ut el ONT + 
ic ol ys 
ths ‘ ‘ - 
gurl cl ol 
aXt) ‘2 Le ooo’ $ I eo’! 
L! Oly sl it ‘I 
(nil | ‘ Gz 
ws RZ, 
l TRA RCH We $ 4 
4 in 4% #7. 
t t ' ery 
ge SOF RCN LT \! : il 
£1 £1 I 
REA wu 4 «Ss at 
O08 FF ys FE bis te 04 
HES $12 ‘ 
1 REO ano 6 o CxS th rT iy 
¥u' i 
x 
oot OOr'T | 
i) 9Q | 
£9 L 
OLZ 
rAa\ RIT 7 | ee % 
Hr phe ¢ 
Les‘ HOR ‘1 bth ran | (Ob 
tat $7 | 604 S 
gt‘ ‘I 3 
100 7 | 
oot ) mnt 
e772 "0 } 200 °S 
¢78'1 Heb I Pt ano ‘21 | 
71h 6 ach Z cas 4 ug rl 12061 | SOLS | 7 
a6 1 
CGZ “E Cus “t 19 “ft wn 'Z 
PRE ‘A mgt) eza'l HO | 1OZ cal RR. “A 
t RZ, Zz HOE 
| co's LAOS 
ree 
ERAT. ROB SR | Oba 0% G2 ¢ HOR SE L 
fl eh iol egi's ege'z | 282'S 
G | a a | 
VOL wt | | 1 oO “t | 7.08 ‘Fb 
sipppop sappjop si0pjop sipjjop ginjpoP supppop sapppoP sspppOT sapppop sanppop sipppop sanppop suppjop sapppop 
OOOT mol ool | 00a; 000 1 ool | 000! 1 | ool | p00 T \ OOO] ool wel | 
| | | | 
| | aye cay | | | | | 
uorny sysod ul} ‘soeUStt ‘sprol : sasod | | , suo | sejou | 
s Sasod 0p | xan |" "900 | ‘pure’ aaiyqo |, 8190078 ee | ee | a | chuod | 
) and wor Jo UOT) any | non ae jryog, | tas “tye | pun | ia WIL | poums | sea | 
RIOD aytoads | “POND! coy isut | pe : ayy ju yom) A unoo | yor su yan 
doo | 104 moun sayye ” | casod yay yson 1 . vinis | . | ae \ 
} 10g yO potted IN Bi | ind | eet “ 404 “ce 10} | | -338IS oes 
Og JOVOIN cum ATATOS | } 404 wIOL, 
, spun yay | suorpealyqo 
\ jRaoued Of, 1ayye | | CV MUA OTEITS JO AIAN 
7 cogodand ABMUDTUUOU IO 4 104 ,Syoorys pur sprog [woo] 104 crodand ARMYS AIS Jd 


SLSOdWI 4 





[Sor Loy sae ayes Jo syiodes U 


tay AVA ARpPUATe 


» Joy poptduro, | 





gc6l ‘SYaSn AVMHOIH NO 


LV.LS WOU 


a seqrrct t? 


wees weer 





orm Mer (tees 


‘= ra 


S.LdlsOAY 





JO NOLLISOdSIC 





— 
7) 


PUBLIC ROADS 1 


August 1939 























G26*696'921 | €°6ll‘2 | aSi*lgo'2ze | z2g0‘ES2'ng 6*SLS‘g | 662‘9L6*CoL | Oze ‘htt *o12 1°96 | 120‘oz2's 996'162°S1 STV.LOL 

*eSh t° | GOO" | eBo*hee 6*be SS3 601 #2 Bent S*t SLZy" tot OSS" cory oyang 
o13+390" a6 £66‘ ig2 Log ‘11s eelt | G6S ‘8S | OLt‘aat't 08S‘2 | 96S* eens ae 
a¢S ‘Sse Let | 0S6‘EEt 006 ‘192 3° Z10‘39 | 20 ‘91 deisel eis 
angi agé o°1S Sh8 342 O18, iam O's G90 ‘23 | Stet cy t 9.02 of6 ‘ne O€n Let Buywos A 
228*9ll‘t S*t6 | 061 ‘S68 | Oga*scs't 1° LOL ) Ole ‘lan‘¢ | ol9'196'9 "6h 00: ‘06S Lin‘202'1 ont 
€66‘sf6'4 O*eah | iml*Ssl | elt*ers*s O°nS | O€a°eSi't Sa6‘tla‘e 6°¢ 0S9°¢L EL" RD (RR shi oe 
9£2'966 Leitz | 005*OnS bee *tnc*s aes BSC'6HS' 1 282 ‘260'¢ chat 0083'S | 996'h WOyBUrysY AA 
¢3t‘sor'e 6°9¢ | Sth ‘608 » glutecl’s *69 | 2g¢ *6¢a't nN 2°3 | €9S*2St | G2*90¢ women 
Lig ‘se i's | Si9‘ts | Ol9*Egi tlt 229‘ t62 | atn'¢s ie | 133°lS | ze ne Pe 6a ie Oe 
661 ‘Le t*2t o¢2 ‘601 C6 *oS 2°13 ogn ole‘ t ole *Sés"1 2°lt oSS*tc¢ | 062" L6n qn 
LLL‘S66‘9 26 SiS*¢ls 106*291 1 B'neS =| E11 *L5G°G LLL ‘Geet 6°10 o£ ‘S06 | €On*6S3"t coulaean 
iS 'Eln* g°l | 019'091 | oze* tae *OzL Gac'ini‘e | oll‘ege'h ¢ | ‘2k | Oat'Se ” 
céstorn'? "1h 000 6es OnS‘oSh‘t *6LE O8f “She ‘2 6 1°090'h €°1S “6f2 | 00E “ath r woXeG YINOg 
L6t‘Lon‘2 e¢2 | 000‘s3 | OOL*261 ey lsn*et2*t =| ntltegl‘2 as | 000‘ Sh | OO€'66 ne ore 
££9‘SrO‘'L L°n 000 ‘12 9£L*9fh *3 Ln‘ 6S¢ | 96S‘6tL eat | $60°6t | 061 ‘st : . Peels) oc 2 

*1G9°h o°o¢ 66S*91f£ "1 9Sn*SE9‘e 6°¢6 208 ‘369 h 126 “2916 S*3 G22‘ g2f | OSk*9S9 wruvayKsuuag 
Cos" ers €°2 | O69*eL earen oe 262°SSL*t £n0*L63°2 nol ofl‘ 6S | 90L's6 wana 
o¢o*ez9*¢ 6*het 2° 16S‘ Ole *266'2 *62 l€n‘9f0'4 bin‘'SS6't | i¢o‘ou | 692°22 
get ‘nig *l ¢*9 bes" 196 099*¢2t*t Ne h£9°820°S 90 * 661 OL iy Oln' 13 6*rLI ono 
£00' ie ‘EC g*f2e | geb*2gl's 611 ‘682°¢ “tt ots ss og2‘LLt 9°! | 6t2‘2h ots‘ canara aiseea 
GLE‘s60*2 ¢°Ol 0g6*¢S9 053 ‘60n ‘1 L*9a¢ Lin‘ S22'¢ ot mn a° | OOs‘2g 009 ‘S91 = ashi 
non ‘gel ‘2 G°s Ont “sth ‘t OS2"eLe*s £*222 FAS he 4 9 Sa) O2k*esi*tl 6°3 SL9*fc2 OSE * lon 410K MIN 
Ost *29on‘t 3°ce Oz *6nt 192° 6¢2 2°66 | L9S*20e"t | 9l9‘H96"L 695‘ ) €6n°l “Haske aad 
dgn*¢S2*2 S*t San ‘Sic 0l6‘o¢l 6*¢2 29i‘los*t 9fn‘Lio'¢ 0°9 | SQ ‘the 062‘ 68h : 
cou sgé o*fe bea "Cle 282"2k9 8°02 6it‘9l Gle*l96 ; aarysdureyy aN 
Lig*Sé¢*s t*O1 if2*tee 969° 6S2 6°3t | 81° to | €42*oS¢ n° 92 | 6G2°9SS | 2Sl*ixg on 
SSt*6S9‘2 O*z2t | LES*Scs*t glo*iis’¢ €*29n 606‘nel*2 | 9SS*oOln‘s 1°9 get‘ | 969°33 2 
809"9Lt* 913°s Be ‘Ee S*s3l 11S*Li0'2 2ln*S9S*¢ 1*9 l¢l*3 | 9€S*SLi : wuN UO 
O1L* Leg*h £°99 | Bee‘oro*s =| eEs*ngtt2 €°H02 nOl*nel*2 | 2f9'06n'S elena 
Oln*Ogt ‘2 S*6L | $€6*2fo*s 026‘S¢¢*2 9°20¢ tza*2tl*2 260‘22S‘L nel | Ogs‘'ss | OOL* the i = ee 
2at'l 44 G*lei n62*2t6 $62°823° 6°SlE ate nlL*isl*g 2°et | 060'9L oat*2Si wyosouuT 
603 * OE o°G¢ OOL* bal | Oos*6l9‘t S*s2t £66°6i2°2 = |b 88" ith *h 9°61 O1l*¢s2 O2n* 19S neuen 
In6‘Osh*2 bat L¢o*S93 6or*igl*s 1°S2 gé9‘1l9"4 G9OL*snt'¢ 
6t2*2is"t 2°91 G05 °095 000"9E1" I 2°0S t19*0S"t 12S*Hfo"¢ ¢° 000°S1 000 ‘OF pun Gey 
Oth One 2°t2 £32 °00S 99S‘000‘t 3°l¢ | Lye*ous | t6n‘O29*t ¢*2 + hbn*o6 o¢3‘ost 
$3 ‘909 ‘2 gre 8¢3*log G36° 332° £°€S 0S0* S14 '¢ te6*6ub ‘ae | eS ies 
gee "t26*2 6°59 Sl2* tog 1SS*202"1 O° hs 2l3°610'2 953°291"n Ne 36 "91 9l3°¢St Ayonquay 
Shit *966'¢ g’ete =| gte*bo’2 | Ika*h20"h A’ Ott 19S°1S9"1 2es*ote'¢ "12 | L90*t61 Slt ‘ese =a 
2°9SC' eng 616'91S B60' LL" L-Sai | C€atiaz'2 | oz'ze's | 
202"95€*2 t*eah 350°613 992" 3f9"1 “sth 299" HOl*2 nez6"euS*S €*9h F2l*obn 99L" 136 wuwrpuy 
Lgs3*zgi‘¢ 5 | S€t'66n‘ 99n‘616'2 “tg | Bn0 "46 | 26¢‘la9‘3 By O18 bth j ¢ ‘339 a 
En *Sic's €°S 199 ‘SE s¢n* 62S €*0S 682‘s861'k | 2lg‘hs6‘t 0° | O€3*lh 16°61 _ 
6ei*sls*s 6*691 | bE6Tler's 298°S6l*2 h* 882 956*S3*2 2t6°60L'S 6°05 06S‘ Len Ost "ens w1B4095) 
GyS*ols‘2 €*¢2 969909 ens*et2‘t ie ) O1S*IEh*t | O20‘*f98'2 hil 00S ‘09 | 000't2t oman 
2°00‘ 6°S oe 298 *663 9°2 0L2*o2 gig‘glo*t 

*Ohe*l 6"h | 9ll*92 bse*Ss9 tsi hie" s6l slg3*0i9"t yNIN.9UUET) 
2'agi*2 £°3 , gt3'OOL ) Sng* IS 3°23 |; 2abl‘igo’2 | oe wee 1°6 150" 9h2 | 098 * trtrhy — 
996'8tt'n 0°S2 1Lo‘06¢ 806‘ 12 1°25 n69‘9fS‘2 068° 16S ‘h G*2t | 6b ‘nas | bbe "go" tL | 
12"6EL" £"n gLi‘nés 192 ‘961 8°881 lgi*lzs‘2 Llg*o€s‘z cr1e Ozt ‘Ont ' SOL Ont swuny 
tL' tn St crue } £On*Los | 9e2°Ols 9°29 L23‘hlé | #gs*nic's | | euumry 
bE GENE y 9°n | On8 ‘Shh 5 | O6n*OOE 5 o°*See | 88l'362°n s 8Sh‘929'8 5 s°l |; 068°2S1 5 | OBL'SIE g 
fous daiaiy > ek eee Sse) toy ait tach inca) Cepaxs anhitis winded LLVAS 

oO NV NOLLOOUALSNOD WOod GYAONdIAY NOLL DIMIESNODD MH HUIN] MVAA CIN OSI4 TNGMMDD ONIN C414 diwor 

6tol le ATAL AO SV 























SLOAULOUd AVMHOIH GIV-TVuaa 


daa AO SA.LV.LS 











Pun) [waenes BIVIS OL, 





uO» pour 





1) HAVA | 


AuULMoOTO) oy Up pdlooxe 








SGMOUS TITLINTOO SIU, 


IMAI BIVIE JO SUO[SUApXe 









































































































































< 1! — 
4 | 6né ‘aai'l2 n°963 | L99*slz"s | 6gutsno'st 0°9£3°1 | GEO" ins *€t | San‘ tng ‘92 n°9lt o26‘sti'2 Cri * Ln’ STVLOL 
+ vs ry SOS 31 sores 
Boils S°z ots'98 ae: FE o90"9Lt ¢*1 OSh* LL 006 ‘zz ye ieasit 
> ¢ ° < P ‘tL he Ss wie a . 
109755 ; 9¢ tLetbi2 peat Ss k 6°19 ‘i ~OL6"601 ae = . mae © “cat “O19"962 “a “ike ce pomokas . 
a *h g20"nl 1S9*Ost oa m9'3h : 8 welt ol6*9S Cl2*nit prec a 
t . ‘. ‘ t : a - ; ‘ 
90f*1t2 a*tt | OOO°LS ~ | TS9*Orr tTa)hC«éC’} cf ‘6 sc —ti«|s«a SE 310° AA ° 
oy hay £*22 poo hel fk ol se Rg nec 9ee 6°l2 a po | sae z 
‘os *2 *2 i ? x “404 3° ‘at : 5 
66161 321 a aati 0°S2 31 "96 S6S"Sot he Si"ou | O6fzg 0 wan & 
oa S*On | GEa*nSt 60S *S2et S*olt | ao. 3 —— Ag pare pe 06£ ost eoneunn 
ali* _ a ; ee *¢92 "36S “°6 ‘ 091 ‘991 ‘ 
. ' | . . z 
| \ ‘one n°2t 00299 ee 3°9h | b99°2iz | 196*miS "3 00n*61 ont "69 esate ines r 
igi 36 qe _| soort | sooval__|.are _| wporen __| Ste 5 AS ens : 
*£Sh 6°S2 | OS0" RSE OOL* nel S*l3 O23 “6E2"499"! 2°82 ly0*2e2 gaz" 1Sy wusayterued Fi 
quale | ej ameiee «=| geese foo | doce | Settle | ey | Beet a | 
< . wy | 1 ‘ } t2° ‘ 3 . 1‘ 
| if L*t n®Lt “331 ~ | ‘LIE a"St O6L* ent | "al9 <i ata € re - R i he oro 
| *S 2°83 | Lo6*z2 OLL*2n ‘ niS*at OLS ‘ne ' i's 260' Ch Ogn ‘os omunial Gent 
2st "Ot G62'1S 065*201 eeu 000 *209 mo t ¢ _oal*¢2 Ott * L : 
256" 30L S*2t | 005° ; OOt"1OL | Bl | OSE*fop | Bog" ts oon *ESt 002" y WOK MIN 
| a8" nl2 Lea £Si'3 | c£t*t9 1°22 905" 112 poet “Gieaae weed 
! slate __| 1°9 | ognvén | oa6's6 __| argv _| oaarce:__| ongus ; ——}- eee 
wee [68 | See, | | Sra | alee | att see | 0 | eae asst = 
. | . ‘ ‘ 1 ‘ ‘ 
n Sarit g*2t | ols'se | 5.27 7 ato | a if —+- _— - a Pane wumuow 
a Gt0°919 0°03 S26*292 pee Rory a°l ang'Oce "29°20L S*2t | OLS * Sh Oni’ l6 colpunete 
x 0l9* ne’ 1°05 | 1 bt | orle | Bt Sat | 2 Loc? 2°9 | 0S2‘s3 __ | 006*9Lt : 
fo) Gna" L64"t T°at | LOs*3h | qt9°Z6 ei i oon 23 i9t*t2 eet" wosaautyy 
Py 20n *£26 t | coo'yst | O02 * née \ *L9S | 994" ¢ 0089 008961 io eI 
ee ee Ce 
03" 3 F ni%' Gt *la 4 0 210‘¢9 *gzt 
= €1L* 966 erga | cet8au | wattile | gran | 239° one Ln 1SS \ 2. 9619 | iSttogn a ee 
N Etl*6e2 el | Bly" tes 54) ne ogl*9if tt os “tt | £St°Ly AyoNgU3y 
% 910 Sat 0°66 | u O58 ano! t9n Leu nol ¢2 | 935‘ Lh PF 066 en “coal 
0L*S29‘t 8 t*t ‘601 t *2 ‘9 Saree 
<=) Y S25" 159 a | B6t"ROL | SRL He i "eS | OLO*SgO"I pans ip ogg . crepe 
Q 62S'0S o°of 000'212 000" nen 6°L9 is iss 2tg'ntz’t oo 00S‘¢¢t 000‘ 192 pon 
Seg. bg | gare | age fae — abet Batt srr agra arte 
ALT 80° a we 3t - st " gtt w1B109 
oes" ez 1 29's ore" i be png ere L Lh oan’ Sf bist 
“ike 3 » ‘ 7 089 ‘22 . F) “Lt ' . 
be" 982 ix a 62 lie'sl - L*eli om —_ > yngn.9mI0Z) 
106‘ trhyt 6°2 | 6es°Ll 260° 31 S*64 19e*cot 91 ‘°63S 2°9 0213s 066‘¢01 a 
G19 a a He [sat | satan _| Umustgors _| srt | geutos _| gree _ — 
| LSe" 062 =—s |: LGs*oze -9L6*oz2 0 ii‘ s2z' ~ sesueysy 
opt | Gln‘ bt 216°St ¢*62 | seat O61 998 aueeny 
{Sl 4 2°t 0S3 ‘Of OOL'19¢ n°6t | 000‘ 6hE ¢ Gnt*tls ¢ L*tt OSL*16 ¢ GOL'9st g 
i er = son | Pry reu9pe4 » “oD MOL a sanin | pry onan ae 2h 09 mod 7 om oe ante - "9D mon = ae 
toss game | ow eR... Se Ti Bed, ES... A Toe ian Os avis 
: JO JNVIVE, NOLLONALSNOO 4OS GIAONdIV NOLLOOALSNOO 4IGNN MVIA TWOSHA LNIWAND ONINNG GALIMNOD 
6eol te ATAL AO SV 
SLOarOUd GVOU YWAGAAA UO AUVANOOAS AIV-TVAAGAA AO SA.LV.LS 
N 
oD 
—_ 


















e"srarice (7 FOOLS CUI ESS ‘ee ‘ 4 6h 4 SATS 
at oe A eK + oo ere =e ——- - : re oe 
d SE PB ic. Kee TESS cnn caaitinge 








oeasens om RIMCED LTE CUEM ‘et ‘ 4 ths emer 


LOPEE ORE ERE TNT I Re se et Tn seis 
















PUBLICATIONS of the PUBLIC ROADS ADMINISTRATION 


(Formerly the BUREAU OF PUBLIC ROADS) 





Any of the following publications may be purchased from 
the Superintendent of Documents, Government Printing Office, 
Washington, D. C. As his office is not connected with the 
Agency and as the Agency does not sell publications, please 
send no remittance to the Federal Works Agency. 


ANNUAL REPORTS 


Report of the Chief of the Bureau of Public Reads, 1931. 
10 cents, j 
Report of the Chief of the Bureau of Public Reads, 1933. 
5 cents. 
Report of the Chief of the Bureau of Public Roads, 1934. 
10 cents. 
Report of the Chief of the Bureau of Public Roads, 1935. 
5 cents. 
Report of the Chief of the Bureau of Public Roads, 1936. 
10 cents. 
Report of the Chief of the Bureau of Public Roads, 1937. 
10 cents. 
Report of the Chief of the Bureau of Public Roads, 1938. 
10 cents. 
HOUSE DOCUMENT NO. 462 
Part | . . . Nonuniformity of State Motor-Vehicle Traffic 
Laws. 15 cents. 
Part 2. . . Skilled Investigation at the Scene of the Acci- 
dent Needed to Develop Causes. 10 cents. 
Part 3. . . Inadequacy of State Motor-Vehicle Accident 
Reporting. 10 cents. 
Part 4. . . Official Inspection of Vehicles. 10 cents. 
Part5 . . . Case Histories of Fatal Highway Accidents. 
10 cents. 
Part 6. . . The Accident-Prone Driver. 10 cents. 


MISCELLANEOUS PUBLICATIONS 


No. 76MP . . The Results of Physical Tests of Road-Building 
Rock. 25 cents. 


No. I9IMP. . Roadside Improvement. 10 cents. 
No. 272MP.. . Construction of Private Driveways. 
No. 279MP.. . Bibliography on Highway Lighting. 
Highway Accidents. 10 cents. 

The Taxation of Motor Vehicles in 1932. 35 cents. 
Guides to Traffic Safety. 10 cents. 


Federal Legislation and Rules and Regulations Relating to 
Highway Construction. 15 cents. 


An Economic and Statistical Analysis of Highway-Construction 
Expenditures. 15 cents. 


Highway Bond Calculations. 10 cents. 
Transition Curves for Highways. 60 cents. 
Highways of History. 25 cents. 


10 cents. 
5 cents. 





DEPARTMENT BULLETINS 


No. 1279D . . Rural Highway Mileage, Income, and Expendi- 
tures, 1921 and 1922. 15 cents. 


No. 1486D . . Highway Bridge Location. 15 cents. 
TECHNICAL BULLETINS 

No. 55T . . . Highway Bridge Surveys. 20 cents. 

No. 265T. . . Electrical Equipment on Movable Bridges. 


35 cents. 








Single copies of the following publications may be obtained 
from the Public Roads Administration upon request. They can- 
not be purchased from the Superintendent of Documents. 


MISCELLANEOUS PUBLICATIONS 


No. 296MP. . Bibliography on Highway Safety. 
House Document No. 272 . . . Toll Roads and Free Roads. 


SEPARATE REPRINT FROM THE YEARBOOK 


No. 1036Y . . Road Work on Farm Outlets Needs Skill and 
Right Equipment. 


TRANSPORTATION SURVEY REPORTS 


Report of a Survey of Transportation on the State Highway 
System of Ohio (1927). 


Report of a Survey of Transportation on the State Highways 
of Vermont (1927). 


Report of a Survey of Transportation on the State Highways 
of New Hampshire (1927). 


Report of a Plan of Highway Improvement in the Regional 
Area of Cleveland, Ohio (1928). 


Report of a Survey of Transportation on the State Highways 
of Pennsylvania (1928). 


Report of a Survey of Traffic on the Federal-Aid Highway 
Systems of Eleven Western States (1930). 


UNIFORM VEHICLE CODE 
Act I- 


Uniform Motor Vehicle Administration, Registration, 
Certificate of Title, and Antitheft Act. 

Act I].—Uniform Motor Vehicle Operators’ and Chauffeurs’ 

License Act. 

Act III.—Uniform Motor Vehicle Civil Liability Act. 

Act I1V.—Uniform Motor Vehicle Safety Responsibility Act. 

Act V.—Uniform Act Regulating Traffic on Highways. 

Model Traffic Ordinances. 








A complete list of the publications of the Public Roads Ad- 
ministration (formerly the Bureau of Public Roads), classified 
according to subject and including the more important articles 
in Pustic Roaps, may be obtained upon request addressed to 


Public Roads Administration, Willard Bldg., Washington, D. C. 
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